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Mr. Manufacturer:--- 


Are you satisfied with your 
present locationr fe b 
making a changer Yesr&/% 


offers unusual facilities and advan- 
tages, and worthy concerns are 
assisted by a _ live commercial 
organization. 

Details upon application. 


The Sandusky (Ohio) Business Men’s Association 
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THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


DIRECTORY OF ATTORNEYS 
AND — AT 


PRACTICING BEFORE THE INTERSTATE 
COMMERCE COMMISSION. 
CHICAGO, ILL. 

CHARLES CONRADIS, 418-430 South Market 
St.; practices before the Interstate Commerce 
Commission. 

JOHN B. DAISH, 1410 Security Trust bldg.; 
Interstate Commerce cases only. 


WALTER E. McCORNACK, Suite 956 First 
National Bank bidg.; formerly attorney for 
Interstate Commerce Commission ; Counselor at 
Law. 

JAMES A. WAGONER, 1807 City Hall Square 
Bldg.; specializing Interstate Commerce Cases. 


CINCINNATI, OHIO. 

LITTLEFORD, JAMES, BALLARD & 
FROST, 1002-3-4-5 First National Bank bldg. 
Mr. E. E. Williamson associated on traffic mat- 
ters. 


NEW YORK. 

RICHARD J. DONOVAN, 170 Broadway; 
Counselor at Law; Preparation of cases and 
trials of cases before the Interstate Commerce 
Commission a specialty; Experts on railroad 
tariffs furnished ; Correspondence invited. 


SHREVEPORT, LA. 


EMERSON BENTLEY, 224 First National Bank 
bldg.; Attorney at Law; Special attention to 


commerce practice before the Interstate Com- 
merce Commission and Railroad Commission 
of Louisiana. 


ST. LOUIS, MO. 


H. R. SMALL, 1605-14 Pierce bldg.; practices 
before the Interstate Commerce Commission. 
BELT & GRAVES, Attorneys at Law, 810 
814 Times blidg.; practice before Interstate 

Commerce Commission and all Courts. 


WASHINGTON, D. C. 
CHARLES CONRADIS, 506-7-8-9-10 Colorado 


bldg. ; practices before the Interstate Commerce 
Commission and all Courts. 


JOHN B. DAISH, 602-606 Hibbs bldg.; Inter- 
state Commerce cases only. 


WADE H. ELLIS, 504-512 Southern Bldg. In- 
terstate commerce cases. 


ARTHUR B. HAYES, Attorney at Law, Colo- 
rado bldg.; former member of the Department 
of Justice as Solicitor of Internal Revenue; In- 
terstate Commerce litigation a specialty. 


LITTLEFORD, JAMES, BALLARD & 
FROST, 805-6-7-8 Westory bldg. Mr. E. E. 
Williamson associated on traffic matters. 


JEAN PAUL. MULLER, Corcoran bldg. (for- 
merly with I. C. C. and Dept. of Justice as Ex- 
pert Acct. and Spcl. Asst. U. S. Atty.). Spe 
cialty: Financial and Operating Analyses, Cost 
of Service Tests and Comparisons in Interstate 
and Intrastate Rate Litigation. 











COLORADO BUILDING, WASHINGTON, D. C. 


WHEN YOU WANT 


RATE COMPILATIONS OR COMPARISONS, 
COPIES OF TARIFFS, COMPLAINTS, ORDERS, ETC., 
TRANSCRIPTS OR VERBATIM REPORTS OF 
HEARINGS, ARGUMENTS OR ORDERS, 

OR ANY OTHER SPECIAL SERVICE 


WASHINGTON 


WRITE 


THE TRAFFIC SERVICE BUREAU 





418 SO. MARKET ST., CHICAGO 
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Practical Traffic Work 


Underlying Principles of Rate Making, Rate Adjust- 
ment, Classifications, Divisions, etc., fully and com- 
pletely analyzed and taught. 

Practical Instruction given in the construction of all 
types and varieties of Tariffs, Tariff Supplements, Rules 
and Regulations, Exceptions, Terminal Charges, De- 
murrage, etc., etc. 

Tariff Compiling, Rate Quotation, Claims, Routing, 
Solicitation and many other subjects thoroughly cov- 
ered and of great value in the everyday problems and 
duties of the 


TRAFFIC MAN. 


Write for our Free Booklet, ‘‘Opportunity Via the 
Traffic Route,’’ and full information concerning our 


specialized course’ of instruction by 
aia. 
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correspondence in Freight Traffic Work. 
., National Traffic College 

10 So. La Salle Street 
Chicago, Ill. Dept. A. 
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810- 

"state Revolvators greatly reduce 
the cost of loading ma- 
terial on trucks and cars. 
They eliminate rough hand- 

srado ling and enable two men to 

nerce do the work formerly re- 
quiring five to seven. The 

revolving base permits the 

inter- Revolvator to receive the 
ease from the loading plat- 

Pe RR +a form, then by revolving 

: Cn loatecasn, it 180 deg. the case can 

- Motor Co. loadscare. 1, shoved off into the 
waiting truck or flat car. Ask for our 

Colo- Catalog T-W, ‘‘Saving Time, Money and 

seenint Space.’’ It shows how to save money. 

>; In- N. Y. Revolving Portable Elevator Co. 

364 Garfield Ave., Jersey City,N. J. 2A 
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“<- || Sell The OIL TRADE 

—— Some 1,100 Independent Oil Jobbers and 

Refiners and nearly 10,000 Oil Producers im 
this country are Constantly in the market for 
Steel Tanks Tank Cars 
Pipe Boilers 
Hose Steam and 
: Hose Couplings Gas Engines 
, Belting Chemicals 
-You'can reach this big and growing market 
ONLY through 
The National Petroleum News 
Representing Independent Oil Menj 
Rose Building Cleveland, Ohio 
‘0 Employ it as YOUR Salesman. Write Us. 






PRINTING 


of such class as will 
attract attention 


WE will gladly suggest, plan or 

compile folders, booklets or any 
printing required at reasonable cost. 
Estimates cheerfully furnished. Write 
us regarding any of your requirements 
in our line when next in need. We 
have night and day service — linotype 
and monotype composing machines — 
full up-to-date bindery and printing 
equipment. 


The Blakely Printing Co. 


30 So. Market St., CHICAGO 
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The Right Location of Industries 


OST active commercial organizations now maintain continuous 
M campaigns to increase the industrial and commercial activity 
of their districts through the establishment of new factories. 
Various methods are employed and there is strong competition for 
supremacy among different associations. In these campaigns the 
special advantages of the cities bidding for new industries are urged. 
In some instances investment companies have been organized to 
extend financial aid to manufacturing firms to induce them to change 
the location of their plants. This financial aid may take the form of 
a guaranty of credit at a local bank or involve the purchase of shares 
of stock of the manufacturing company. Other special assistance is 
tendered, such as improved quarters. Some associations have or- 
ganized companies to construct buildings to house a number of 
industries, while others maintain a fund for the construction of sep- 
arate buildings for individual industries, the new firms being allowed 
from 5 to 10 years to pay for and become the owners of the property. 
Several organizations maintain comprehensive records of all available 
industrial property, and in one instance an association has purchased 
a large tract of land for factory sites. As the small plant of to-day 
can be made the large plant of to-morrow, with a consequent increase 
of pay roll and output, a few associations also direct their efforts to 
building up existing local enterprises. To further this object sig- 
nificant figures indicating possibilities for trade in certain lines of 
manufacture are compiled, guarantee funds are collected, and indi- 
vidual business men are induced to invest capital—From U. S. Dept. 
of Commerce and Labor Report on Commercial Organizations. 
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Wells Fargo & Company Express 
CARRIERS AND FORWARDERS TO ALL FOREIGN 
COUNTRIES 


Low rates on export or import shipments by freight or express quoted 
on application 


Through Bills of Lading Issued 


Wells Fargo & Company maintains unequaled Customs Brok- 
erage departments at New York, Chicago, New Orleans, Laredo, 
El Paso, Seattle and San Francisco. 


Wells F argo & Company also maintains exclusive offices and 
responsible correspondents at London, Liverpool, Paris, Ham- 
burgjand other important shipping centers throughout the world. 


MONEY ORDERS 


AND 


TRAVELERS CHECKS 


Payable Throughout the World 
Money Paid by Telegraph 


Our own Service is maintained throughout United States, Mexico, 


Hawaii, Alaska and the Yukon 


A valuable book of foreign shipping instructions will be sent to any address 
on application to 


D. G. MELLOR, Foreign Traffic Manager 


51 Broadway 
30 No. Dearborn St. NEW YORK 81-89 Second St 
CHICAGO SAN FRANCISCO 
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—— TRAFFIC BULLETIN ~—— 


A daily and weekly publication designed to fulfill the needs of 
shippers, carriers, lawyers and all others who desire to keep 
abreast with the developments in the traffic world. 


Weekly Edition issued every Saturday by 


THE TRAFFIC SERVICE BUREAU 
at Chicago, Il. 
Copyright, 1912, by The Traffic Service Bureau. 
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SPECIAL SERVICE 


THE TRAFFIC SERVICE BUREAU has facilities for 
securing any special information upon traffic matters desired. 
This includes examination of records, copying reports and tariffs 
or compiling data upon traffic affairs, either from the records of 
the Interstate Commerce Commission or from the records of 
any of the various state commissions. Charges for this service 
are based upon actual time consumed and are extremely low. 
Tell us what you want and we will tell you what we can do. 
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AN IMPORTANT EDITORIAL. 
The last reading page contains, under the head- 
line “Personal,” an editorial which we commend 


to the active attention of every reader of The 
Traffic World. 


There is obviously some show of reason in the 
argument of the representatives of the state com- 
missions in the matter of Western Classification to 
the effect that a classification made up entirely 
by one of the parties in interest is like putting John 
Smith in the jury box to assist in deciding the 
case of The People vs. John Smith. On the other 
hand, the same difficulty in doing otherwise ap- 
pears here as in many other instances—that of get- 
ting men with requisite knowledge who have not 
acquired prejudices for or against the institution 
that gave them that same knowledge during the 
many years that it may be assumed it took them 
to acquire it. Such a difficulty has been met with 
in selecting members of a state railroad commis- 
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sion, and it has been rumored that qualifications, 
otherwise excellent, have been scrutinized in the 
light of such a possibility in selecting members of 
the Interstate Commerce Commission. Probably, 
however, even from the standpoint of the carriers, 
it will not be possible to establish a classification 
immune from constant assault unless it has in the 
make-up of the committee formulating it one or 
more accredited representatives of the shippers’ 
side of the matter. It is too much to expect the 
Commission to undertake the manufacture of a 
classification, but by some sort of an agreement it 
might, for the moment, be authorized to stand in 
the position of amicus curiae and designate a body 
for the purpose, something on the lines. suggested 
by Mr. H. G. Wilson in a communication to 
The Traffic World a few months ago. 


ON COSTS OF DISTRIBUTION. 


B..F. Yoakum, chairman of the board of di- 
rectors of the Frisco system, in an address last 
week before a convention of southwestern growers 
at Dallas, Tex., told the farmers that what they 
need is better roads and less needless cost between 
the farm and the consumer’s table, and naturally 
left the impression that this cost was not wholly a 
matter within control of the railroads. He advo- 
cated a national market bureau under the control 
of the Agricultural Department and expressed a 
belief that sooner or later there would be a law 
establishing such a bureau. Details of the system 
mentioned were a system of daily market bulletins, 
machinery to keep the farmers in touch with the 
markets and furnish not only prices, but costs of 
shipping. He added that if agricultural associa- 
tions should succeed in giving the farmer better 
roads they would lay the broadest and deepest 
foundation not only for agricultural prosperity, but 
for the future prosperity of the whole country. 

In illustration of his condemnation of needless 
costs, Mr. Yoakum gave an illustration which is 
so full of material for thought that it is given in 
full. This is the story: 

“A friend observed at a Rock Island station in 
Oklahoma a car being loaded with fine big water- 
melons. He ascertained that the farmer put 1,050 
in the car and received $52.50 for the carload, or 
5 cents a watermelon. The farmer said that he 
lived three miles from the station, that it took him 
all day with his two teams and one which he hired 
to load the car in time to catch the fast freight 
train going north the same evening, which was 
one of the conditions of the sale. He said that he 
was not making expenses on his melon crop, but 
was trying to haul in enough to get a little ready 
money to pay some bills. 
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“The observing friend, then meeting the local 
buyer, told him that such watermelons were selling 
retail from 60 cents to 75 cents a piece in Minne- 
apolis and St. Paul, and that five cents would put 
the grower out of business. 

“The buyer answered this by saying he was sorry 
for the farmer, but he had a big railroad freight bill 
to pay, and explained that he would not get over 
25 or 30 cents from the commission house which 
sold to the carload dealer, who in turn sold to the 
retailer who supplied the consumer. 

“My friend stuck to his text and asked the rail- 
road agent the freight to Minnesota, and he sata 
$75 acar. This was 7% cents a melon for the 600- 
mile haul by railroad, which, added to the 5 cents 
paid the farmer, made 12% cents, or $131, that the 
producer and railroad received from the 1,050 
melons delivered at the market. The first dealer 
got $315 and the final consumer paid from $630 to 
$750 for that $53 car of watermelons.” 

It may be, of course, that some of these costs 
were not “needless” in the sense of entailing eco- 
nomic waste. There must be a place for the mid- 
dleman and presumably he has a right to live as 
well as the rest of us. However, it is plain that 
the mere matter of railroad rates has not so great 
a bearing upon the high cost of living, as is fre- 
quently claimed. They are a matter of regulation. 
Other rates are not. 


In fulfillment of the announcement made last 
week in regard to the removal of the offices of The 
Traffic World to a new building at 418-430 South 
Market street, owned by the interests that control 
this publication, the offices were removed and the 
goods, chattels and staff belonging thereto are now 
installed in their new quarters. Perhaps installed 
is not exactly the word, but we are here. There 
is a bit of unfinishedness and some dirt about the 
front entrance and some of the latter and some 
noise in the air. There are books and paper and 
wires on the floor that do not belong there. There 
‘are papers on desks that should be in the files and 
file cases have articles on top of them that should 
be on the floor or in the store room. There are 
blisters, callouses, bruises, abrasions and dirt on 
hands, where obviously nothing of the sort belongs. 
There is work and some confusion inseparably con- 
nected with the removal of an establishment which 
requires four. floors, this being the sum total of 
the combined hegira, but order is fast coming. 
Withal we are glad we are here. 


SUSPENDS IOWA CLASS RATES. 

The Commission has further suspended the tariffs 
involved in L & S. Nos, 134 and 134A (class rates be- 
tween points in Iowa and Minneapolis) from October 29 
to April 29. 
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LEADERS IN TRAFFIC 


With the view of assisting traffic officials in becoming 
better acquainted with each other, it is the Intention of 
THE TRAFFIC WORLD to publish from time to time 
portraits and brief biographical sketches of prominent 
traffic men—traffic managers of industrial concerns, rail- 
way officiais, commerce attorneys and officers of trans- 
portation organizations. Since, also, many of those hold- 
Ing the most responsible positions in this field have by 
their own efforts and ability risen from very humble 
beginnings, the result as shown in the sketches should 
serve as encouragement for many who are only just now 
entering upon the edges of the field. 





W. B. GROSECLOSE. 

William B. Groseclose, assistant freight traffic man- 
ager of the Missouri, Kansas & Texas Railway system, 
was born at Salisbury, N. C. He began his railroad career 
on what is now the St. Louis division of the Big Four, 





W. B. GROSECLOSE, 
Assistant Freight Traffic Manager, Missouri, Kansas & Texas. 
afterward taking service with the Atchison, Topeka & 
Santa Fe Railway, Adams Express Co. and Wells, Fargo 
& Co., serving the latter company over six years as 
cashier, agent, route agent and general agent, resigning 
from that service to engage in mining operations in Old 
Mexico. He became connected with the Cotton Belt Road 
as commercial agent in December, 1888, serving that com- 
pany until July, 1893, as commercial agent, general agent 
and general freight agent, resigning from that service 
to engage in the lumber business in Texas. The panic of 
1893 made that venture unprofitable, and he returned to 
the railway service in January, 1895, as assistant general 
freight agent of the Missouri, Kansas & Texas at Houston, 
Tex.; was transferred to St. Louis in a similar capacity in 
December, 1898, and was made general freight agent Jan. 
1, 1901, remaining in that capacity until June 1, 1910, 


when he was appointed assistant freight traffic manager 
at Chicago. 
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MUST CONSIDER EARNINGS 


There is little or no comfort, for 
the shipper, though probably a good 
deal for railroad managers, in the re- 
fusal of the Supreme Court to give a 
rehearing on the Cincinnati and Chat- 
tanooga rate case, brought by the 
Cincinnati Shippers’ and Receivers’ 
Association. The refusal means that 
for a long time to come the Commis- 
sion, in undertaking to fix a reason- 
able rate, will have to consider, not 

merely the earnings and financial condition of the direct 
route, but the earnings and financial condition of the longer 
routes and the unprofitable branches of routes that are 
not entitled to any consideration by reason of the small 
disparity in mileage. 


Judge Archbald, in carrying that rule to its logical 
conclusion, remarked, in his dissenting opinion that it 
means that the more railroads there are between given 
points the higher the rate will be. Of course, that runs 
upon the assumption that all the railroads that might be 
concerned in such a state of facts would come to the 
conclusion that it would be better for them to compete 
without slashing rates. That dissenting opinion would 
sound better in the ears of the average shipper than does 
the opinion of the court holding that the Commission made 
no error in taking into consideration the longer route of 
the Louisville & Nashville and the unprofitable branches 
of the Southern. 


There is this, however, worth remembering: That the 
Commission has never hesitated to whittle away or just 
plainly reverse, opinions that stood in the way of a proper 
settlement of questions arising after such opinions were 
written. It is a moral certainty that before many months 
have elapsed it will be necessary for the Commission to 
limit the application of the rule therein laid down to roads 
that are well built, well equipped and well managed. Such 


a limitation is absolutely necessary to prevent manipula- 
tion. 


Extreme application of the rule would put it into the 
power of any set of designing financiers to put into effect 
the “all the traffic will bear” rule and then enormously 
inflate the securities of the well-managed roads controlled 
by them, such inflation to be based upon the returns from 
rates kept at that level so as to keep alive an ill-equipped, 
poorly constructed and terrifically mismanaged road. 

All that would be necessary to enable them to bring 
about such a condition would be to get control of a com- 
peting road, let it run down to such a point that its en- 
gines would not carry more than a third or half a load, 
make no effort to eliminate grades and curves, and then 
resist any attempt to reduce rates by suggesting advances 
for the benefit of the road used as a stall. 


That is not a fanciful case at all. On the contrary, 
the writer has in mind a section of a big system that is 
being run while the company that owns it is building a 
water-level road on the other side of the mountains. The 
old road looks like the line the doctors draw on a sheet 
of paper to show the waves of blood pumped through the 
arteries by an erratic heart. It runs up hill and down 
dale and around this shoulder and that, in a most poetic 
way, to be sure, but so that its engines haul 600 or 700 
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gross tons of weight instead of two or three times that 
much, 


Now, if the system can succeed in its attempt to 
raise the rates on that branch so as to meet the neces- 
sities of that decrepit part of its system, the higher rates 
will be applicable along the new water grade tracks that 
are being built on the other side of the mountains. Even 
if the advanced rates are not permitted to go into effect, 
the attempt will probably serve to keep the Commission 
from undertaking to reduce the rates via the new branch. 
In either event, the old road will serve a useful purpose, 
although it is not here intended to assert that anything 
like the scheme herein suggested has ever been thought 
of by the managers of that system. It just so happens 
that there is a concrete case from which facts may be 
drawn to illustrate the possibilities before suggested. 


Some day the Commission is going square up against 
the proposition that a given locality is entitled to the 
advantages that come from beiNg*nearer a certain market 
than some other point regardless of the effect upon a 
longer line of railroad. The Pittsburgh Steel Co., in its 
complaint against rates on ore from Ashtabula docks, is 
trying to force a decision on the point. Pittsburgh steel 
and iron interests have long asserted that Pittsburgh is 
being discriminated against in the matter of rates ever 
since the United States Steel Corporation was organized 
and found that by placing plants at various points and 
then using its own railroads so as to bring pressure upon 
other railroads for a favorable adjustment of rates, it 
could procure what looked like a perfectly legal advantage 
over independent iron and steel producers. 


All that, to be sure, leads to the suggestion of a mile- 
age scale, the solution so many state railroad commissions 
have tried and found to be helpful only in a minor de- 
gree, unless the state happened to be Texas, which, owing 
to its size, is able to apply the mileage scale with fewer 
troubles than any other commonwealth. 

Notwithstanding the fact that it leads to a suggestion 
of the mileage scale, it is fascinating to debate, sotto voce, 
as to the effect the adoption of such radical rules would 
bring about. In the New Orleans-Battle Creek sugar case 
the Commission said the New Orleans refiners are not 
efititled to do business in Detroit, Toledo and Cleveland. 
Inasmuch as the carload is the largest unit in rate-making, 
why would it not be possible for the Commission to settle 
the competition between the coal fields in supplying the 
lake cargo coal, developed in the Boileau case? It said 
the New Orleans refiners are not entitled to do business 
in the three cities mentioned unless the Illinois Central 


and Michigan Central reduced their rates to intermediate 
points. 


The lake cargo coal is carried in carloads. So is the 
coal for the industrial plants in the cities through which 
the lake cargo coal passes. At some points intermediate 
between the mines and the ports the carload rates on 
coal probably violate the strict rule of the fourth section. 
What more natural than that the Commission should 
remark that the West Virginia operators are not entitled 
to engage in the upper lake coal trade unless the carriers 
flatten their rates at the intermediate points? Such an 
order would probably be more effective than the order in 
the Boileau case, which was met by the railroads reducing 
the rate from the West Virginia field just as much as the 


Commission reduced the rate from the Pittsburgh district 
to the ports. A. EB. H. 
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DECISIONS OF COMMISSION 


Interstate Commerce Commission Hands Down 
Rulings on Contested Cases 


Explains Import Rates 


OPINION NO. 2001 

NO. 3993. (24 I. C. C. REP., P. 674.) CHAMBER OF 

COMMERCE OF THE STATE OF NEW YORK ET 

AL. VS. NEW YORK CENTRAL & HUDSON RIVER 
RAILROAD CO. ET AL. 


Submitted April 10, 1912. Decided Oct. 14, 1912. 


Prior decision herein, in regard to import rates from Boston and 
New York and rates over certain differential lines, explained 
and modified. 


Appearances same as in original report. 


Supplemental Réport of the Commission. 
CLARK, Commissioner: 
The original report in this case is in 24 [. C. C., 55. 
No order was entered. It now appears from further in- 
vestigation that some modification of the original findings 
is proper and necessary. 
At page 77 of the original report, we said: 


We are of the opinion that differentials under New York 
on all-rail and lake-and-rail export shipments from differential 
territory to Baltimore should not exceed 3 cents per 100 pounds, 
and to Philadelphia should not exceed 2 cents per 100 pounds 
on the elasses and commodities other than grain. On all-rail 
and lake-and-rail export shipments of grain the differentials 
under New York should not exceed 1.5 cénts per 100 pounds to 
Baltimore and 1 cent per 100 pounds to Philadelphia. 


It was not the intention to change the differentials on 
flour for export. Nothing was said in the hearings as to 
export rates on iron articles, and it was not intended to 
change the differentials thereon. That portion of the origi- 
nal report above quoted is therefore hereby modified so 
that it will read: 


We are of the opinion that differentials under New York 
on all-rail and lake-and-rail export shipments from differential 
territery to Baltimore should not exceed 3 cents per 100 pounds, 
and to Philadelphia should not exceed 2 cents per 100 pounds, 
on the classes and on commodities other than grain, flour, and 
iron articles. On all-rail and lake-and-rail shipments of grain 
the differentials under New York should not exceed 1.5 cents 
per 100 pounds to Baltimore and 1 cent per 100 pounds to Phila- 
delphia. On all-rail and lake-and-rail export shipments of flour 
the differentials under New York should not exceed 2 cents per 
100 pounds to Baltimore and 1 cent per 100 pounds to Phila- 
delphia. 


The present export differentials on iron and steel articles, 
under New York to Baltimore and Philadelphia, respectively, 
from representative points are generally as follows: From Chi- 
cago and Chicago rate points, to Baltimore 3 cents per 100 
pounds where rates are stated per 100 pounds, and 60 cents per 
ton, net or gross, where rates are stated per ton: to Phila- 
delphia, 2 cents per 100 pounds where rates are stated per 100 
pounds, and 40 cents per ton, net or gross, where rates are 
stated per ton. From Detroit and points taking the same rates, 
to Baltimore, 3 cents per 100 pounds where rates are stated 
per 100 pounds, and 55 cents per ton, net or gross, where rates 
are stated per ton; to Philadelphia, 2 cents per 100 pounds 


-where rates are stated per 100 pounds, and 40 cents per ton, 


net or gross, where rates are stated per ton. From Pittsburgh 
and points taking the same rates, from Cleveland and points 
taking the same rates, and from Youngstown-and points taking 
the same rates, to Baltimore, 1.5 cents per 100 pounds where 
rates are stated per 100 pounds, and 30 cents per ton, net or 
gross, where rates are stated per ton: to Philadelphia, 1 cent 
per 100 pounds where rates are stated per 100 pounds, and 20 
cents per ton, net or gross, where rates are stated per ton. 
These differentials should not be exceeded. 

There are other points of minor importance from which the 
export differentials on iron and steel articles aré somewhat 
different from thase which we have named. Without specifying 
such points, it is sufficient to say that those differentals shoula 
not be made greater than they are. 


In the original report, page 77, we found that the 
import rates from Boston should not be lower than from 
New York, and in In the Matter of Import Rates, 24 
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I. C. C., 78, we decided that they should be the same 
We are now asked as to what import rates should appl 
from Boston, in view of the fact that there are certain 
differential lines, respectively, from Boston and New York 

The standard all-rail rates from New York are th: 
same on both domestic and import shipments. The same 
is true as to the standard rail-and-lake rates and as to 
the ocean-rail-and-lake rates via New London, Conn., and 
the Canada Atlantic lines. The standard all-rail domesti: 
rates from Boston are the same as from New York, and 
the same is true as to the standard rail-and-lake domestic 
rates. The domestic ocean-and-rail rates from Boston via 
Philadelphia, Baltimore, Norfolk, or Newport News are 
higher than the domestic ocean-and-rail rates from New 
York via Norfolk or Newport News. 

Adhering to our original finding as to the general 
relationship of import rates from Boston and New York, 
but modifying and giving more specific application thereto, 
we hold that via the standard all-rail lines, the standard 
rail-and-lake lines, and the ocean-and-rail lines via Phila 
delphia, Baltimore, Norfolk, or Newport News, the import 
rates from Boston should not be lower than from New 
York. 


There is a differential ocean-and-rail route from New 
York via New London, Conn., and the Central of Vermont 
and Grand Trunk roads. Via this route the domestic 
class rates to Chicago are on a scale of 65 cents, and 
the import rates are on a scale of 62 cents, first class 
If this route is open or opened to import traffie from 
Boston, import rates from Boston should not be lower than 
from New York. 


There is a differential river-rail-and-lake line from 
New York via the Hudson River, the Rutland Railroad and 
the lakes. There is no route from Boston that is fairly 
comparable with this one. Via this route the domestic 
and import class rates to Chicago are on a scale of 52 
cents, first class. We do not understand that this route 
is open to Boston traffic, but if it should be, the import 
rates from Boston should not be lower than from New 
York. 


There is a differential route from New York, river- 
canal-and-lake, via the Hudson River, the Erie Canal and 
the lakes. There is no similar route from Boston. Via 
this route the domestic and import class rates to Chicago 
are on a scale of 42 cents, first class. We do not under- 
stand that this route is open to Boston traffic, but if it 
should be, the import rates from Boston should not be 
lower than from New York. 


There are differential rail routes from Boston via the 
Boston & Maine and Boston & Albany roads in connection 
with the Canadian Pacific and National Despatch lines. 
Via these routes the domestic class rates to Chicago are 
on a scale of 70 cents, first class, and at the present time 
the import rates are the same as from Baltimore. The 
New York, New Haven & Hartford and Canadian Pacific 
Despatch publish the same scale of import rates, but not 
the same domestic scale. 


The domestic rates via the Boston & Maine and Bos- 
ton & Albany roads, in connection with the Canadian 
Pacific and National Despatch lines, being on a recognized 
differential scale, it is obvious that if these routes did not 
publish any import rates the domestic rates would be 
available on import shipments if such traffic were cleared 
at Boston. We see no reason for imposing that additional 
trouble upon the shippers, and we hold that via these 
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routes the import rates from Boston may be the same 
as the domestic rates. 

There is a differential rail-and-lake route from Boston 
via the Boston & Maine, Grand Trunk and Canada Atlantic 
Transit Co.’s lines through Depot Harbor, which publishes 
domestic class rates to Chicago on a scale of 57 cents, first 
class. Thére is no route from New York that is exactly 
comparable with this one. The domestic rates via this 
route being recognized differentials under the standard 
rail-and-lake rates, we see no reason why import shippers 
should be obliged to clear their traffic at Boston in order 
to avail themselves thereof, and we hold that via this 
route the import rates from Boston may be the same as 
the domestic rates. 

All that we have said as to the relationship of import 
rates as between New York and Boston applies to both 
class and commodity rates. 

As stated in the original report, the understandings 
and submission filed in In the Matter of Import Rates, 
supra, were relied upon to bring about a prompt adjust- 
ment of the rates in conformity with the views which 
we expressed, and no order was issued. As hereinbefore 
indicated, differences of opinion arose as to just what 
changes it was intended to effect. It was not possible at 
that time to bring the matter before the full Commission, 
and the parties were therefore advised to hold the read- 
justment in abeyance until the Commission could give it 
further consideration. We understand that defendants 
are now prepared to adjust the rates in conformity with 
our findings, and will therefore not now enter an order. 
It is a common practice for the shippers to make yearly 
contracts with ocean steamship lines on their import 
traffic. It was understood in In the Matter of Import 
rates, supra, that our decision would not fix an effeetive 
date that would interfere with such yearly contracts. 
Pursuant to that understanding and to what we believe 
to be the best interests of all concerned, we shall now 
expect the carriers to make their readjustments under 
our findings effective on Jan. 1, 1913, and on not less 
than 15 days’ notice to the Commission and to the public 
in the manner required by law. 


Rates Are Reasonable 


OPINION NO, 1997 
INVESTIGATION AND SUSPENSION DOCKET NO. 87. 
(24 I. C. C. REP., P. 656.) IN THE MATTER OF 
THE INVESTIGATION AND SUSPENSION OF AD- 
VANCES IN RATES BY CARRIERS FOR THE 
TRANSPORTATION OF COOPERAGE FROM SALT 
LAKE -CITY, UTAH, TO CHICAGO, ILL., AND BE- 
TWEEN OTHER POINTS. 


Submitted Sept. 21, 1912. Decided Oct. 7, 1912. 


Increased rates on cooperage from St. Louis, Mo., and other 
points to Utah common points, which were suspended, are 
lower than the rates prescribed by us in Commercial Club, 
Salt Lake City, vs. A., T. & S. F. Ry. Co., 19 I. Cc. C., 218, 
and are therefore found to be reasonable. Order -of sus- 
pension vacated. . 


H. R. Small for protestant. 
W. A. Poteet, Fred G. Wright, Martin L. Clardy, Henry 
G. Herbel and B. M. Flippin for respondents. 


Report of the Commission, 
CLARK, Commissioner: 
This case covers the suspension of certain advances 
in rates on cooperage, but inadvertently the title is worded 
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to involve eastbound rates when, in fact, the westbound 
rates were suspended by the order. 

On March 6, 1912, the Commission suspended supple- 
ment No. 1 to Poteet’s Trans-Missouri Freight Bureau 
tariff I. C. C. No. 273, and by subsequent orders extended 
the suspension to Jan. 6, 1913. 

The existing items and those suspended in this pro- 
ceeding are: A 


From— 
Chicago, Missis- 
Memphis, sippi St. Mo. 
Item, Duluth. Peoria. River. Paul. River. 
Existing. 
2715 Cooperage, viz: Pails, 
tubs (including but- 


ter tubs), drums, well 
buckets, kits, straight 
or mixed carloads, or 
when loaded with bar- 
rels and kegs........ 69 6614 64 65% 50% 
(Minimum weight, 
24,000 pounds.) 
2720 Cooperage, viz: Bar- 
rels, casks, tierces, 
kegs, drums, well 
buckets, exclusive of 
beer kegs and beer 
barrels, for which see 


current Western 
Classification ......... 69 661% 64 65% 50% 
(Minimum weight, 


14,000 pounds, sub- 
ject to Rule 6-B 
of the Western 
Classification.) 
(Exception to Item 
2715.) 


Proposed. 
2715-A Cooperage, viz: Pails, 
Cancels tubs (including butter 
2715 tubs), drums, well 
buckets, kits, straight 
or mixed carloads, or 
when loaded with bar- 
rels and kegs......... 95 95 88 95 17 
(Minimum weight, 
24,000 pounds.) 
2720-A- Cooperage, viz: Bar- 
Cancels rels, casks, tierces, 
2720 kegs, drums, well 
buckets, exclusive of 
beer kegs and beer 
barrels, for which see 
current Western 
Classification ........ 95 
(Minimum weight, 
14,000 pounds, sub- 
ject to Rule 6-B 
of the Western 
Classification. ) 
(Exception to Item 
2715.) 


The protest against the advance of these rates came 
from the National Cooperage Association of St. Louis, 
Mo. No interests other than those operating from St. 
Louis, or other than members of that association, appeared 
at the hearing. It appears that pails, tubs (including but- 
ter tubs) and kits, which are included in item 2715-A, 
are not manufactured at St. Louis, and no protest was 
made against that item. There is no protest against the 
carload minima. The question here, therefore, is whether 
or not the increased rates on articles covered by item 
2720-A are just and reasonable. No testimony was pre- 
sented except in reference to barrels, kegs and well 
buckets. 

While cooperage is manufactured on the Pacific coast, 
in Minnesota, at Omaha, Kansas City and Chicago, the 
only competition on barrels, kegs and well buckets which 
the St. Louis producer meets at Utah common points is 
that from the Pacific coast. The coopers in Minnesota, 


Omaha, Kansas City and Chicago either do not manu- 
facture the articles mentioned or they sell them locally. 
It was testified that not more than approximately twenty 
cars of barrels, kegs and well buckets are transported 
per year from St. Louis to Utah common points.. The 
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Pacific coast manufacturer has most decided advantages 
over the St. Louis manufacturer in selling these articles 
at Utah common points. His product is made from fir, 
which grows near his factory; the cost of manufacture 
is materially less; the product is considerably lighter; 
the shipping distance is only about one-half as great, and 
the freight rate is properly much lower. The St. Louis 
cooper makes his kegs and well buckets from gum and 
oak lumber which comes from southern points. Protest- 
ant’s witness admits that no matter what rates he has 
he cannot overcome Pacific coast competition at Utah 
common points. 

Respondents rely largely upon the decision of the 
Commission in*Commercial Club, Salt Lake City, vs. A., 
T. & S. F. Ry. Co., 19 I. C. C., 218. In that case we 
prescribed carload commodity rates on woodenware, in- 
cluding, among many other articles, well buckets, drums, 
pails and kits, from Chicago, Mississippi River and Missouri 
River to certain Utah common points of $1.25, $1.20 and 
$1 per 100 pounds, respectively, at minimum weight of 
16,000 pounds. We also prescribed carload rates on 
stamped ware, which includes many articles which com- 
pete with those in controversy here, of $1.20, $1.15 and 
96 cents. The proposed rates are lower than these, and 
under them the earnings-per car would be considerably 
less than under the rates prescribed by us. 

The proposed rates are on the basis of the Western 
Classification ratings for similar articles. The carriers 
call attention to the carload minima applicable on cooper- 
age, and show that in all instances the minima applicable 
on articles taking class D rates, which are approximately 
near the present cooperage rates, are from two to four 
times as great as those on cooperage. In other words, 
they consider the present rates wholly inadequate for 
shipments of cooperage, and discriminatory against arti- 
eles of a similar nature which do not take as low rates. 
The present class D rates from Chicago, Peoria and St. 
Paul to Utah common points are 62 cents; from the 
Mississippi River, 57 cents, and from the Missouri River 
50 cents per 100 pounds. Among the articles which take 
class D rates are fire brick, sewer pipe, marble dust, pig 
iron and iron ore. The car earnings on a carload of fire 
brick would be $200, while the earnings on a carload of 
cooperage would be $70.70. 

Boxes, wooden, C. L., minimum weight 36,000 pounds; 
tubs, butter and lard, minimum weight 16,000 pounds; 
baskets, fruit, nested, minimum weight 30,000 pounds, take 
class B rates under the Western Classification. 

The carriers contend that, even prior to the decision 
of the Salt Lake case, supra, it was their intention to 
readjust the cooperage rates so that they would not be 
unjustly discriminatory. They suggest that in the estab- 
lishment of rates it would have béen proper to follow 
what the Commission had prescribed as reasonable in 
the Salt Lake case, supra, and contend, with force, that 
they had ample justification so to do. They refrained 
from so doing in order to not effect an advance in the 
class B rating. 

The percentage of advance in these rates appears on 
the face of the figures rather drastic. The lower rates 
have been in effect for several years. But, looking at it 
from the other side, protestant has had the benefit of 
rates for a long time which were lower than any that we 
could prescribe as reasonable. 

Protestant urges that under the advanced rates it 
cannot sell in Utah. If this is so it is manifestly because 
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of the natural advantages possessed by the Pacific coast 
manufacturer and of which he may not be deprived by 
the carriers or by the Commission. It is well settled 
that we may not make the needs of the shipper the basis 
for reasonable transportation rates. So. Pac. Co. vs. I. 
C. C., 219 U. S., 433. 

Comparisons of rates and of earnings per ton per mile 
are drawn between the rates to Denver and those to Utah. 
There is, however, Do fixed or recognized relationship 
of those rates. The conditions of transportation and of 
competition between carriers may be and probably are 
different at Denver than at the Utah points. 

We do not wish to minimize the earnestness of the 
protest, but it has not been forcefully supported. Neither 
do we desire to underestimate the value of Utah common 
point territory to protestant. The fact is, however, that 
the tonnage is inconsiderable. As stated, no protests 
have come from other points. On the other hand, the 
carriers have shown that they have brought these rates 
into line with Western Classification ratings, and, as 
stated, they are lower than those prescribed by us in the 
Salt Lake case, supra. In view of the exhaustive and 
extensive investigation made by the Commission in that 
case we are convinced that our findings therein were 
sound. 

Under all the circumstances and conditions, we are 
of the opinion that the proposed rates are shown to be 
reasonable. Our order of suspension will be vacated. 





ORDER. 


It appearing, That on the 6th day of March, 1912, 
the Commission entered upon an investigation concerning 
the propriety of the advances in rates and the lawfulness 
of the rates, regulations and practices for the transporta- 
tion of cooperage, stated in the schedules contained in 
supplement No. 1 to Poteet’s Trans-Missouri Freight Bu- 
reau tariff I, C. C. No. 273, and subsequently ordered that 
the operation of the schedules contained in said tariffs 
be suspended until Jan. 6, 1913: 

It further appearing, That a full investigation of the 
matter and things involved having been had, and the Com- 
mission having, on the date hereof, made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the order of the Commission sus- 
pending until the 6th day of January, 1913, the operation 
of schedules contained in said supplement to said tariff 
be, and it is hereby, vacated and set aside as of Nov. 5, 
1912. 

It is further ordered, That a copy hereof be forthwith 
served upon W. A. Poteet, agent, and the carriers de- 
fendants herein and named in said order of suspension, 
and that a copy hereof be filed with said tariff in the 
office of the Commission. 


Prescribes $1.00 Lemon Rate 


OPINION NO. 2000 

NO. 4760. (24 I. C. C. REP., P. 671.) ARLINGTON 

HEIGHTS FRUIT EXCHANGE VS. SOUTHERN PA- 
CIFIC CO. ET AL. 


Submitted June 21, 1912. Decided Oct. 7, 1912. 


The advance in the lemon rate from $1.00 to $1.15 per 190 
pounds from points in California to points in Oregon, Wash- 
ington and Idaho has not been justified by the carriers. 
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The $1.00 rate found reasonable and prescribed for the 

future. Reparation awarded. 

A. F. Call and Cassoday, Butler, Lamb & Foster tor 
complainants. 

C. W. Durbrow, A. S. Halsted, H. A. Scandrett and 
E. W. Camp for defendants. 

Report of the Commission. 
CLARK, Commissioner: 

Rates on lemons from California to what may be 
termed eastern destinations were considered in Arlington 
Heights Fruit Exchange vs. S. P. Co., 19 I. C. C. 148, and 
22 I. C. C. 149. The rates from California to Montana, 
North Dakota and some other western points were con- 
sidered in Investigation & Suspension Docket No. 69, 23 
I. C. C. 27. The records in these cases are stipulated 
into the instant case. 

The rates from California to points in Oregon, Wash- 
ington and Idaho would have been included in the com- 
plaint in Investigation & Suspension Docket No. 69, supra, 
had it not been that complainants overlooked the fact 
that said rates were carried in a separate tariff. 

For several years prior to Dec. 9, 1911, defendants’ 
rates on lemons in carloads from producing points in 
California to points in Washington, of which Spokane may 
be taken as representative; to points in Oregon, of which 
Pendleton may be taken as representative, and to points 
in Idaho, of which Wardner may be taken as representa- 
tive, were made up of combinations of local rates from 
points of origin. to San Francisco, Sacramento, Stockton 
or some other California terminal, plus the rates from 
such terminal point to destination, with the provision that 
if such combination exceeded $1 per 100 pounds, the total 
through rate would be $1 per 100 pounds. 

On Dec. 9, 1911, defendants issued, in supplement No. 
8 to Southern Pacific tariff I. C. C. No. 3128, a provision 
that the combination rates would apply except where they 
exceeded $1.15 per 100 pounds, in which event the total 
through charge would be $1.15 per 100 pounds. 

Complainants allege that these rates from the Califor- 
nia points of origin to the destinations in Oregon, Wash- 
ington and Idaho, as shown in said Southern Pacific tariff 
I. C. C. No. 3128, are unjust and unreasonable to the extent 
that they exceed on any shipment, a total through charge 
of $1 per 100 pounds. 

Nothing is presented in the instant case which is 
persuasive against the conclusions reached in Investiga- 
tion & Suspension Docket No. 69, supra. The rates to 
Portland, Ore., and Tacoma and Seattle, Wash., and per- 
haps to other so-called North Pacific coast terminals are 
lower than the rates complained of and are not here in 
issue. 

Defendants’ showing of adverse grades and difficult 
transportation conditions on the Southern Pacific Co.’s 
line to Portland is substantially the same as that pre- 
sented in Investigation & Suspension Docket No. 69. It 
appears that during the period of one year from Nov. 1, 
1910, out of a total of 80 carloads of lemons moved under 
the rates complained of, 70 cars moved to Spokane. These 
shipments moved to Spokane via the Northern Pacific from 
Portland, although it is shown that via the Spokane, Port- 
land & Seattle road the distance is shorter by 163 miles. 

Defendants’ principal witness admits that there is 
no reason why the rates to Spokane should be higher 
than to Montana points, except that the Commission 
ordered a reduction in the Montana rates. These lemons 
move under ventilation and with no special or expedited 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 593 


train service. Under existing tariffs lemons are carried 
from California to Montana points via Portland, Ore., and 
Spokane, Wash., at the rate of $1 per 100 pounds. 

We will not repeat the reasons announced as con- 
trolling in Investigation & Suspension Docket No. 69, 
supra. The instant case is controlled by those conclusions, 
The rates complained of were increased subsequently to 
Jan. 1, 1910, and therefore the burden is upon defendants 
to show that the increased rates are just and reasonable. 
We do not think that such showing has been made, and, 
upon consideration of the whole record, we are of the 
opinion, and find, that the advanced rates have not been 
justified by defendants; that rates not exceeding $1 per 
100 pounds would be reasonable between the points in- 
volved, and that such rates should not be exceeded for 
the future. If collapsible bunker cars are presented for 
loading, with the bunkers thrown up, carriers may provide 
in their tariffs for such carload minima as will require 
the loading of such cars to their full capacity, not, how- 
ever, exceeding two tiers in height. 

Reparation is prayed for upon all shipments upon 
which rates in excess of $1 per 100 pounds have been 
collected by defendants. As has been stated, but for com- 
plainants’ oversight these rates would have been included 
in Investigation & Suspension Docket No. 69, supra, and 
there is no reason to believe that if they had been so 
included they would not also have been included in the 
conclusion there reached. We are of the opinion, and find, 
that complainants are entitled to reparation on shipments 
moving under the rates complained of subsequently to 
Dec. 8, 1911, for all charges on any shipment in excess of 
$1 per 100 pounds. Complainants may present to defend- 
ants a detailed statement of such shipments and upon 
presentation of such agreed statement the Commission will 
enter the proper order for reparation. 

An order will be entered in accordance with these 
conclusions and the case will be held open for such fur- 
ther order or proceedings as may be necessary in the 
matter of reparation. 





ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission hav- 
ing, on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before the 30th day of November, 1912, and 
for a period of two years thereafter to abstain, from 
charging, demanding, collecting or receiving their present 
rates for the transportation of lemons in carloads from 
the points of origin in California named in Southern Pa- 
cific tariff I. C. C. No. 3128, to the points of destination 
in Oregon, Washington and Idaho shown in said tariff, 
which said rates have been found in said report to be 
unreasonable. 


It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on or 
before the 30th day of November, 1912, upon not less than © 
3 days’ notice to the Commission and to the public, and 
for a period of two years thereafter, to maintain and 
apply to the transportation of lemons in carloads from 
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the points of origin in California named in Southern Pa- 
cific tariff I. C. C. No. 3128, to the points of destination 
in Oregon, Washington and Idaho shown in said tariff, 
rates not in excess of $1 per 100 pounds, which rates 
have been found in said report to be reasonable. bs 

And it is further ordered, That this case be held open 
for such further order or proceedings as may be necessary 
in the matter of reparation. 


Barley Rate Discriminates 


OPINION NO, 1999 

INVESTIGATION AND SUSPENSION DOCKET NO. 108. 

(24 I. C. C. REP., P. 664.) IN THE MATTER OF THE 

. INVESTIGATION AND SUSPENSION OF ADVANCES 

IN RATES BY CARRIERS FOR THE TRANSPORTA- 

TION OF BARLEY (WHOLE), IN CARLOADS, FROM 

POINTS IN CALIFORNIA, NEVADA AND UTAH TO 
MINNEAPOLIS, MINN., AND OTHER POINTS. 


Submitted Aug. 15, 1912. Decided Oct. 8, 1912. 
Proposed increase in the rate on barley from California points 


to Minneapolis via Omaha found to be unjustly discrimina- 

tory against Minneapolis and unduly preferential to Chicago. 

W. P. Trickett and T. A. McGrath for Minneapolis 
Civic and Commerce Association, Traffic Division, protest- 
ant. 

R. H. Countiss, L. T. Wilcox and H. A. Scandrett for 
Southern Pacific Co.; Atchison, Topeka & Santa Fe Rail- 
way Co., and Transcontinental Freight Bureau. 

T. J. Norton and D. L. Meyers for Atchison, Topeka 
& Santa Fe Railway Co. 


Report of the Commission. 
CLARK, Commissioner: 

In September, 1911, a protest was filed against pro- 
posed increases in the rates on whole barley from points 
in California, Nevada and Utah to the Missouri River and 
common points, including Minneapolis. The proposed in- 
creased rates were suspended by order of Oct. 11, 1911. 
Investigation and Suspension Docket No. 62. Thereafter 
the proposed increased rates were canceled by the car- 
riers and the order of suspension was vacated Feb. 8, 1912. 

Supplements 22 and 23 to Transcontinental Freight 
Bureau Tariff I. C. C. No. 926, to become effective May 
12, 1912, contained proposed increases in the same rates 
in the same amounts as previously, to wit, from 55 cents 
to 58 cents, California points to Minneapolis. On protest 
of the Minneapolis Civic and Commerce Association, these 
proposed increases were suspended by order of May 4, 
1912, and by subsequent order until Jan. 7, 1913. 

All rates stated herein are in cents per 100 pounds. 

The rate to Chicago direct via Omaha from the same 
points is 62% cents, and no change in this rate is pro- 
posed. The rate from Minneapolis to Chicago via’ Duluth 
and the lakes, or via all-rail, is 7% cents. 

Protestant alleges that the proposed increase in the 
Minneapolis rate is unreasonable. The principal reason 
for the protest, however, and the principal objection thereto 
is that in the absence of increase to Chicago it effects 
a reduction in the differential Minneapolis under Chicago 
to 4% cents, thus resulting in alleged unjust discrimina- 
tion against Minneapolis and undue advantage to Chicago. 

Prior to June 8, 1911, the rate from the originating 


territory in question to Chicago was 65 cents, and it is 
stated that: 


With the object of protecting the direct haul to Chicago, 
Milwaukee and common points, the Western Trans-Continental 
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lines * * * reduced the through rate from California to 
Chicago, Milwaukee and common points from 65 cents to 621, 
cents per 100 pounds, being the same as the combination of 
the 55-cent rate in effect from California to St. Paul and Minne- 
apolis and the 7%-cent rate thence to Milwaukee. 


The tariff above designated authorizes transit privi- 
leges on barley at numerous points east of the Mississippi 
River as same are provided in the tariffs of the individual 
lines, but it is stated that malting in transit is not per- 
mitted thereunder. 


With the object of preventing malting at Minneapolis, 
which, under the present adjustment of rates, is in effect 
and in fact malting in transit, the increase in the rate 
from California to Minneapolis was proposed, because 
thereby the combination of the 58-cent and 744-cent rates 
would be greater than the through rate of 62% cents to 
Chicago. 


Minneapolis draws barley from Minnesota, South Da- 
kota, North Dakota and the Pacific coast. It is only when 
there is a shortage of crop in the three states named that 
barley comes to Minneapolis from the Pacific coast. The 
proposed advance affects rates from California, Nevada 
and Utah, but no change has been made in the rates from 
Oregon, Washington and Idaho. The rates on barley from 
these states are 50 cents to Minneapolis; 5714 cents to 
Chicago. In 1911, when the Minnesota and North Dakota 
crops were short, Minneapolis drew 3,500,000 bushels of 
barley from California. The record does not show how 
much was obtained from Washington, Oregon and Idaho. 


Respondents submitted an exhibit of distances, rates 
per 100 pounds and rates per ton per mile from various 
barley originating points to numerous consuming markets 
in order’ to compare them with the rate per ton per mile 
from Sacramento, a representative California barley ship- 
ping point, to Minneapolis. The short line distance from 
Sacramento to Minneapolis via Omaha is 2,041 miles, 
which, at the rate of 55 cents, yieids 5.389 mills per ton 
per mile, which is among the lowest rates per ton per 
mile shown in the exhibit. The rate per ton per mile on 
barley from Sacramento to Chicago via the short line is 
5.7 mills. Applying that figure to the Minneapolis short 
line mileage produces a rate of 58 cents. 


In Investigation of Advances in Rates on Grain, 21 
I. C. C., 22, the Commission said: “On no traffic, except 
it be lumber, are per-ton-per-mile earnings more helpful 
than on grain. But if serious consideration is given to the 
earnings per ton per mile as a basis of comparison, mani- 
festly it must be in a logical and nondiscriminatory way. 
Looking, therefore, to the rates on barley which defend- 
ants make or participate in, we find that the rate of 50 
cents from Washington or Oregon points to Minneapolis 
applies not only via the direct lines of the northern routes 
but also via Omaha over the lines of the Union Pacific 
and its allied properties. Via this route the short lin« 
distance is 2,068 miles from The Dalles, Ore., to Minne- 
apolis, and the rate per ton per mile is 4.8 mills. It is 
well known that these transcontinental rates apply from 
large territories of origin and to wide territories of desti 
nation. For that reason many different rates per ton 
per mile can be figured from them. The rate per ton 
per mile from Sacramento is not the same as from some 
other point of origin from which the 55-cent rate to Min 
neapolis and the 62%4-cent rate to Chicago also apply. 
The transcontinental rates are not made upon any basis 


of equal rates per ton per mile to or from equidistant 
points. 
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The divisions of the rates in cents per 100 pounds 
aceruing to the various lines are as follows: 


Lines West Lines Bast 
of Missouri of Missouri 
Rate. River. River. 
55 48.1 6.9 
58 50.8 7.2 
62% 53.9 8.6 
65 56 9 


The direct route to both Minneapolis and Chicago 
from the California points is through Omaha. It can 
readily be seen, therefore, that the carriers west of the 
Missouri River prefer that the traffic should move direct 
to Chicago at the through rate of 62% cents rather than 
it should be transported via Minneapolis. 


The distance from Sacramento to Chicago via Min- 
neapolis is 264 miles greater than via the direct line be- 
tween Sacramento and Chicago, Respondents contend 
that it is manifestly unfair for protestant to insist on 
the maintenance of a rate which compels the diversion of 
the traffic 264 miles off of the direct line in order to enable 
the Minneapolis operator to sell to Chicago at the same 
rate at which Chicago can buy direct. It is also stated 
that this circuitous route involves a stoppage and un- 
loading at Minneapolis, a reloading and a transit priv- 
ilege between Minneapolis and Chicago. The carriers 
contend that the Commission should not compel this eco- 
nomic waste. 

Differences in distance of much more than 264 miles 
are frequently disregarded under the blanket plan of 
making transcontinental rates. The rates of 55 cents to 
Minneapolis and 62% cents to Chicago apply from points 
in California that are as much as 277 miles beyond Sac- 
ramento. The divisions of the rates are matters of agree- 
ment and bargain between the carriers. The 714-cent 
rate from Minneapolis to Chicago is a voluntarily estab- 
lished rate in the making of which the lines west of 
the Missouri River had little or no part. The same is 
true of the transit privileges that are granted under that 
7%-cent rate. Obviously there is economic waste in every 
unnecessary unloading. Every transit privilege costs the 
carriers granting it something. The real question here, 
however, is that of discrimination against Minneapolis. The 
7144-cent rate from Minneapolis applies to other grains than 
barley. It has been in effect for a long time. It has 
proven troublesome in more than one grain-rate adjust- 
ment. It doubtless had its origin in competition of the 
all-rail lines with the rail-and-lake lines, and perhaps in 
competition between the all-rail lines themselves, The 
reasons for its establishment and the commercial condi- 
tions affected by it have caused its continuance. It is 
there for any shipper to use and no good reason appears 
why its use should, in the manner proposed in the tariff 
in question,. be prohibited as to California barley while 
still open to other grains, and to barley from Washington, 
Oregon and ‘Idaho, transported by respondents. 

There is a movement of barley from California via 
the Isthmus. It was testified that the rate via that route 
to New York is 35 cents, but it was also stated that it 
goes as low as 25 cents. 

A statement of the movement of barley from Cal- 
ifornia by sea to Atlantic Seaboard was submitted, which 
shows 2,752 tons in 1910, 51,024 tons in 1911 and 91,900 
tons in 1912 up to April 30. In 1910 there was no rail 
movement via the Southern Pacific to Chicago, Mississippi 
River territory, or Missouri River territory. In 1911 the 
movement was, in tons, to Chicago, 12.386; to St. Louis, 
2,378; to Missouri River, 13,852. For 1912 to April 30, in 
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tons, to Chicago, 52,094; to St. Louis, 2,348, and to Mis- 
souri River, including St. Paul, Minneapolis and Duluth, 
26,581. 

Some light may be gained by reference to rates on 
other articles. Wheat, rye, oats, rice and sugar take 
rates of 55 cents to Minneapolis from California. The 
rate on the first three to Chicago is 65 cents; on rice and 
sugar it is 60 cents. The westbound rate on bran and 
shorts from Minneapolis to California is 55 cents; from 
Chicago it is 60 cents. 

Western barley is not equal in quality to Middle West 
barley, and therefore, as before stated, it is only during 
periods of crop shortage in the territories from which 
Minneapolis draws barley that it seeks to obtain barley 
from the Pacific coast. The interior malsters in South- 
western Minnesota and Wisconsin depend on Minneapolis 
for their supply of barley. In some instances the barley 
can be shipped direct from the fields to the malster, but 
generally speaking the proper mixture to meet his re- 
quirements can only be obtained from the terminal mar- 
ket. The terminal market is therefore essential in order 
that the malster may purchase barley of uniform quality, 
which can only be obtained by mixing. The interior 
malsters in Wisconsin and Minnesota, although on the 
direct route to Chicago, cannot get their supply in Chi- 
cago, because they would be compelled to pay the local 
rate from Chicago on the barley and the local rate back 
on the malt. Obtaining barley from Minneapolis, the in- 
terior malster has the privilege of malting in transit on 
the 7%-cent rate, and can put his malt in Chicago on 
an equality with the Chicago operator. 

In their brief respondents contend: 


(a) That the 55-cent rate is low, unremunerative and 
water compelled. 

(b) That the 58-cent rate is not unreasonable when 
considered in relation to the rate to Chicago. 


(c) That inasmuch as the advance applies only from 
California, Minneapolis’ natural territory, i. e., Oregon, 
Washington, Idaho, Minnesota, North and South Dakota 
is not disturbed. 


(d) That the reduction in the rate to Chicago was 
to prevent the defeat of the through rate to Chicago, and 
the increase in the rate to Minneapolis was to give the 
lines to Chicago the benefit of the direct haul. 


(e) That the rate of 50 cents from Washington, Ore- 
gon and Idaho to Minneapolis was made by the northern 
lines, the termini of which are either Minneapolis or St. 
Paul, and that competitive conditions with the northern 
lines which run through St. Paul on a direct route to 
Chicago differentiates the 57%4-cent rate to Chicago from 
the rate from California. In addition, it is alleged that 
on account of the difference in conditions the 714-cent 
differential on barley from North Pacific coast affords 
no predicate that the same differential should be main- 
tained on California traffic. 

(f) That the 7%-cent differential is not a constant 
factor, varying in South Dakota from 7% to 5 cents, and 
that the closer a point is to the direct line from Sacra- 
mento to Chicago the less the differential in favor of 
Minneapolis. 

To these contentions it seems proper to say: 

(a) The 55-cent rate is not shown to be unremuner- 
ative, and we cannot so consider it in view of the vol- 
untarily established rates on similar commodities that 
are no higher, and in view of the fact shown by the 


596 THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


tariffs, that respondents join in the application of the 55- 
cent rate on barley from some California points, including 
Sacramento, to Minneapolis via Portland, Ore., the dis- 
tance from Sacramento to Minneapolis being 2,747 miles. 

(b) The increased rate must be shown to be reason- 
able and proper. 

(c) Carriers may not determine by arbitrary rate 
adjustments that one market shall have a certain territory 
and another market a certain other territory. Every 
market and every shipper has a right to go as far as 
reasonable and nondiscriminatory rates will carry. 

(d) The through rate to Chicago is the same via 
Minneapolis and via the direct lines. 

(e) As we understand it, the northern transconti- 
nental lines had about as little to do with establishing 
the 7%-cent rate from Minneapolis to Chicago as did the 
central transcontinental lines. 

(f) The competitive conditions between carriers from 
South Dakota, where several carriers have their own lines 
to Minneapolis, Duluth, Chicago and Milwaukee, result in 
direct rates to Chicago, which may or may not be 7% 
cents higher than to Minneapolis. 

The position of the protestant is that an advance in 
the rate to Minneapolis of 3 cents and a lessening of 
the 7%-cent differential by that amount would inevitably 
result in shutting California barley out of the Minneap- 
olis market. A million-bushel malting plant at Minneap- 
olis is equipped to handle California barley exclusively. 
In order to use California barley it is not necessary that 
the machinery in the mill be changed, but simply that 
it be cleaned and a different process used. 

The situation is succinctly stated in letter of Oct. 
26, 1910, from agent Countiss of the Transcontinental 
Freight Bureau to the chairman of the Commission, which 
was filed as an exhibit in this proceeding. He states 
that the 55-cent rate was established many years ago to 
move barley from California to the Missouri River mar- 
kets in competition with barley produced in other sections; 
that the former reduction in the rate to Chicago from 
65 cents to 62% cents was for the purpose of preventing 
rate manipulations by making the direct rate to Chicago 
the same as the combination of rates via Minneapolis, 
and that the present proposed increase in the rate to 
Minneapolis is for the purpose of preventing the malting 
at Minneapolis to which we have previously referred. 

The act gives the Commission power to inquire into 
the propriety of an advance. In Investigation of Ad- 
vances in Rates on Grain, supra, we held that it is the 
duty of the Commission to determine the reasonableness 
of the advances, and their propriety as well. In In the 
Matter of the Investigation and Suspension of Advances 
in Rates by Carriers for the Transportation of Cement 
in Carloads From Union Bridge, Md., to Norfolk, Va., 
and other destinations, 24 I. C. C., 290, which arose from 
a change in the relationship of ratés between Union 
Bridge and Security, Md., the Commission found that the 
proposed rates unjustly discriminated against Union Bridge 
to the undue advantage of Security, ordered their can- 
celation and the maintenance of the relation then existing. 

We appreciate that the 55-cent rate is competitive 
and that it is perhaps influenced by water competition; 
but can less be said of the Chicago rate? 

An important feature in the premises is the avowed 
intention on the part of respondents in connection with 
the reduction to Chicago and the proposed increase to 
Minneapolis. They were expressly made to divert the 
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traffic to Chicago. Generally speaking, the intent behind 
a rate change is of small concern to the Commission; the 
effect of the change is the matter over which it has 
jurisdiction. In this instance the effect must necessarily 
follow the intent. It was not because the rate was un- 
remunerative that the change was proposed. It is not 
stated to have been for the purpose of securing needed 
revenue or of offsetting increased operating costs. The 
sole purpose was, as has been stated, to change the 
relationship between Minneapolis and Chicago. That a 
lowering of the differential would result to the advantage 
of Chicago and the disadvantage of Minneapolis cannot 
be disputed. Unquestionably rates per ton per mile are 
helpful, but if they were applied arbitrarily on traffic 
from the Pacific coast, using the Chicago rates as a basis, 
there would be a serious derangement in the present rate 
structure. 

From a careful review of the whole record we are 
of the opinion that the proposed advance has not been 
shown to be reasonable, or to be free from unjust dis- 
crimination against Minneapolis to the undue advantage 
of Chicago. Some of the factors in the Minneapolis com- 
bination are more or less directly involved in other pro- 
ceedings before us. So long ag they are not changed 
we think that the present arrangement of rates on barley 
from California via Omaha 7% cents less to Minneapolis 
than to Chicago should be continued. We shall expect 
respondents to at once cancel the increased rates to Min- 
neapolis, and if that is not done we will enter an order 
fixing the relationship for the future. 


- e a > _ 
Modifies Prior Decision 
OPINION NO. 2002 
NO. 3780. (24 1. C. C. REP., P. 678.) IN THE MATTER 
OF IMPORT RATES. 
Submitted April 10, 1912. Decided Oct, 14, 1912. 


Prior decision herein modified upon the findings in Chamber 
of Commerce case, ante, p. 674. 


Appearances same as in original report. 
Supplemental Report of the Commission. 
CLARK, Commissioner: 

The original report in this case is in 24 I. C. C., 78. 
We there held that the import rates from Boston should 
be the same as from New York. Questions were raised 
as to what import rates should apply from Boston in view 
of the fact that there are certain differential lines re- 
spectively from Boston and New York. It was not pos- 
sible at that time to bring these questions before the full 
Commission and the parties were therefore advised to 
hold ‘the readjustment in abeyance until the Commission 
could give them consideration. 

We have considered this question in supplemental re- 
port in Chamber of Commerce of the State of New York 
vs. N. Y. C. & H. R. R. R. Co., 24 1. C. C., 674. Applying 
to the instant case findings there made, we decide: 

(a) That via the standard all-rail lines and the stand- 
ard rail-and-lake lines the import rates from Boston should 
be the same as from New York. 

(b) That if the New York differential ocean-and-rail 
route via New London, Conn., and the Central of Vermont 
and Grand Trunk roads is open or opened to import 
traffic from Boston, the import rate from Boston should 
be the same as from New York. ; 

(c) That via the differential rail routes from Boston 
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via the Boston & Maine and Boston & Albany roads in 
connection with the Canadian Pacific and National De- 
spatch lines, the import rates from Boston may be the 
same as the domestic rates. 

(d) That via the differential rail-and-lake route from 
Boston via the Boston & Maine, Grand Trunk and Canada- 
Atlantic Transit Co.’s lines through Depot Harbor, the 
import rates from Boston may be the same as the domestic 
rates. 

All that we have said as to the relationship of im- 
port rates as between New York and Boston applies to 
both class and commodity rates. 

For the reasons stated in supplemental report in 
Chamber of Commerce of the State of New York vs. N. Y. 
C. & H. R. R. R. Co., supra, we here decide that the re- 
adjustment of import rates in accord with our findings 
shall be made effective Jan. 1, 1913, and on not less than 
15 days’ notice to the Commission and to the public in the 


manner required by Maw. e 


Must Withdraw Ice Tariffs 


—_—__ 


OPINION NO. 1998 

INVESTIGATION AND SUSPENSION DOCKET NO 94. 

(24 I. C. C. REP., P. 660.) IN THE MATTER OF 

THE INVESTIGATION AND SUSPENSION OF AD- 

VANCES IN CHARGES BY CARRIERS FOR 

SWITCHING ICE IN CARLOADS AT CHICAGO, 
ILL., AND VICINITY. 

Submitted July 15, 1912. Decided Oct. 7, 1912. 


Increased charges for delivery of ice in carloads at Chicago, IIL, 
found to be unjustly discriminatory. Withdrawal of pro- 
tested tariffs required. 


A. W. McLaren for Morris & Co. 

H. G. Tewes for Eagle Ice Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul 
Railway Co. ’ 

Glennon, Cary, Walker & Howe for Indiana Harbor 
Belt Railway Co. 

J. S. Connell for Lake Shore & Michigan Southern 
Railway Co. 

H. H. Holcomb for Chicago, Burlington & Quincy 
Railroad Co. 

P. F. Finnegan for Baltimore & Ohio Chicago ‘lx: 
minal Railroad Co. 

James Stillwell for Pennsylvania Lines. 

W. F. Dickinson and Wallace T. Hughes for Chicago, 
Rock Island & Pacific Railway Co. 

C. C. Wright for Chicago & Northwestern Railway 
Co., intervener. 

Report of the Commission. 
CLARK, Commissioner: 

By its order of April 9, 1912, the’ Commission sus- 
pended to Aug. 10, 1912, the effective date of Supplement 
No. 2 to Chicago, Milwaukee & St. Paul Railway’s tariff, 
I..C, C. No. B-2471, and by its order of July 30, 1912, that 
suspension was extended to Feb. 10, 1913. 

This suspension was for the purpose of investigating 
the reasonableness of :certain increased charges for the 
transportation and delivery of ice at Chicago from dif- 
ferent points in Wisconsin. The increased charges 
were protested against by Morris & Co. of. Chicago. 

The points of origin are grouped for rate-making pur- 
poses, and the groups include points in Illinois as well 
as points in Wisconsin. 
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From one group, in which Elk Horn, Burlington, 
Lyons and Racine may be taken as representative, the 
rate to Chicago is 3 cents per 100 pounds. The average 
distance from Wisconsin points in that group to Chicago 
is about 75 miles. 

From another group, of which Brookfield, Oconomowoc 
and Waukesha may be taken as representative, the rate 
to Chicago is 3% cents per 100 pounds, and the average 
distance from Wisconsin points is about 112 miles, 

From another group, of which Beloit and Janesville 
may be taken as representative, the rate to Chicago is 
4 cents per 100 pounds, and the average distance from 
Wisconsin points is about 107 miles. 

Protestant’s shipments apparently all move from the 
3-cent group. 

Somewhere about a year ago carriers, including the 
principal respondent, filed increased rates on ice from 
Wisconsin points to Chicago, and while the question of 
the reasonableness of those rates was pending before 
the Commission the carriers voluntarily withdraw the 
tariffs. 

During the time that those proposed increased rates 
were pending before the Commission the carriers reach- 
ing Chicago from all directions agreed upon and estab- 
lished a so-called reciprocal switching arrangement in 
Chicago whereby the several carriers opened up their 
terminals to traffic, both inbound and outbound, moving 
over the lines of other carriers, under arrangements be- 
tween the carriers by which they would handle originat- 
ing freight and deliver received freight at any point in 
the Chicago switching district under a charge to the 
shipper of the flat Chicago rate, the carriers adjusting 
among themselves and paying to each other switching 
charges accruing in the Chicago ‘district. 

This arrangement provides that when the rate from 
or to Chicago is 2% cents per 100 pounds or higher, and 
when charges are $15 per car or over, Chicago rates will 
be applied, and that where the charges are less than $15 
per car the through charge from or to the industry shall 
be $15 per car. It also provides that when the rate is 
less than 2% cents per 100 pounds the charge shall be 
subject to a minimum rate of 2% cents per 100 pounds 
on a minimum weight of 60,000 pounds per car. 

For various reasons a few low-grade commodities, in- 
cluding ice, were excepted from the operation of this 
reciprocal switching arrangement. It appears that ice 
Was excepted because the proposed increased rates to 
Chicago were, as stated, pending before the Commission. 
When the carriers withdrew those proposed increases 
the eastern lines that make delivery of certain of such 
shipments insisted upon receiving from the western car- 
riers that bring the shipments to Chicago their minimum 
allowance under the reciprocal switching tariff of 1 cent 
per 100 pounds, minimum weight 60,000 pounds per car. 

Thereupon the tariff here considered was filed, and 
under it the charges to protestant for delivery on the 
tracks of the Lake Shore & Michigan Southern Railway 
were increased $2 per car. The rates to Chicago were 
not changed. Under the existing tariffs these shipments 
are subject to the, Chicago rate plus the $2 per car 
switching charge of the Chicago Junction Railway and 
$4 per car switching charge of the Lake Shore & Mich- 
igan Southern Railway, of which the Chicago, Milwaukee 
& St. Paul absorbs $3 per car. Under the proposed tariff 
the Lake Shore switching charge is increased to the mini- 
mum provided in the reciprocal switching arrangement 
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of $6 per car and the Chicago, Milwaukee & St. Paul 
absorbs $3 per car and requires the shipper to pay the 
increase of $2 per car. 

The proposed increase in the rates to Chicago, which 
Was withdrawn, would have applied to all shippers of 
ice. Under the suspended schedule it appears that the 
increased charge would apply only to protestant. Other 
Chicago lines, for example the Chicago, Burlington & 
Quincy, accepted the Chiago reciprocal switching arrange- 
ment as to ice; in fact, it excepted only coal and grain. 
Of a long list of low-grade commodities, including brick, 
cinders, clay, coal, grain, gravel, sand, slag, stone, etc., 
the only commodity excepted by the Chicago, Milwaukee 
& St. Paul from the application of the reciprocal switch- 
ing arrangement is ice. 

The shipments of ice here involved are not ship- 
ments to packing-houses or refrigerating plants, but are 
to distributing stations for domestic use. Similar in- 
creased charges were made by the Chicago & North- 
western Railway and the Minneapolis, St. Paul & Sault 
Ste. Marie Railway, but their tariffs were not protested 
against and were not suspended. The Chicago & North- 
western intervened in this case. It appears that about 
1,600 cars of ice per year are affected by this. increase. 
The average loading of these cars is 54,000 pounds. The 
average gross earnings are about $16.20 per car. 

The respondent that originates the shipments urges 
that the gross earnings are not sufficient to justify is 
absorbing more than $3 per car. But it is to be noted 
that the lowest rate on this ice is 3 cents per 100 pounds, 
as compared with 2% cents per 100 pounds fixed as the 
minimum in the reciprocal switching arrangement, and 
that the earnings are more than the $15 minimum, also 
fixed in that arrangement. Protestant asserts, and we 
think with force, that if the rates are too low the car- 
riers should have stood upon the question of reasonable- 
ness of increased rates to Chicago instead of withdrawing 
the tariffs which proposed such increased rates, and thus 
have determined the reasonableness for all shippers in- 
stead of making the arrangement here considered, which 
effects an increase in the charges to protestant while no 
similar increase is provided for its competitors, of which 
there are many. 

Eastern lines, respondents, including the Lake Shore 
& Michigan Southern, were represented at the hearing. 
Their position is that they are entitled to the minimum 
charge provided for them in the reciprocal switching 
arrangement. 

May respondents reasonably except this ice from the 
reciprocal switching arrangement voluntarily entered into 
between the several carriers and pass along to protestant 
the additional charges to which the delivering carrier 
is entitled under that arrangement? 

No question is presented as to the reasonableness 
of the reciprocal arrangement or of the minimum allow- 
ances provided thereunder. * No evidence is presented with 
regard to the reasonableness or sufficiency of the trans- 
portation rates from points of origin to Chicago. Ice 
reaching Chicago from the South and West is included 
in the reciprocal switching arrangement. Only that 
which comes from the North and is delivered on what 
is ealled the South Side in Chicago at stations for dis- 
tribution for domestic uses is excepted. 

Manifestly if the transportation rates on this ice to 
Chicago are too low and any increase in those rates is 
justified, it should be made in such manner as would not 
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discriminate against shippers or receivers. Individual 
exceptions affecting only a part of the shippers or re- 
ceivers should not be made in the reciprocal arrange- 
ment. 

Upon the whole record we are of the opinion, and 
find, that the tariff under suspension is unjustly discrimi- 
natory against protestant, and that, except as to the mini- 
mum charges provided therein, respondents and inter- 
vener should apply their reciprocal switching arrange- 
ment in the Chicago district to shipments of ice from the 
interstate points of origin here considered in such way 
as not to effect increase in the charges on the shipments 
moving under said tariffs. 

Respondents and intervener will be expected to at 
once cancel the tariffs in question. If this is not done, 
an order will be entered fixing the maximum charge for 
the future. 


Argue Coal Rates 


Arguments were made before the Commission on Oc- 
tober 23 in the complaint of the Memphis Freight Bureau 
against the coal rates of the Illinois Central and L. & N. 
to Memphis. The complainant wants the rate of $1.10 
reduced to $1, and in the argument F. K. Riddick sug- 
gested that the two companies are financially able to 
stand the reduction. But he did not found his whole argu- 
ment on that one proposition. He said that the cost of 
the service does not warrant any rate above one dollar. 
By way of combatting comparisons put in by the railroads, 
Mr. Riddick said that the places suggested for comparison 
are not consumers of coal in the quantities used by Mem- 
phis. They have not the volume of traffic and, relatively 
speaking, it costs the companies more to haul the infini- 
tesimal quantities they use than for the great quantities 
used by Memphis. 

New Orleans, he insisted, has a lower rate than Mem- 
phis. While the aggregate is higher, the per ton per mile 
figure is lower. He also complained against the rates to 
St. Louis, Louisville and Birmingham. 

R. Walton Moore, answering Mr. Riddick, said that 
while the Memphian might think the intermediate points 
insignificant in comparison with Memphis, they themselves 
insist that they are worth noticing, and at this very time 
he said there were 128 complaints from such places -say- 
ing that in comparison with Memphis they are paying 
too much. 

He said it was absurd for Memphis to make com- 
parisons with St. Louis, for the last-mentioned place prac- 
tically has coal at its doors, at least in its suburbs, the 
mines being but 30 miles away. As to the low rate of 
60 cents at Louisville, he said the railroads have to take 
that or get out of the business of carrying coal to that 
point. It comes down the Ohio River in quantities that 
makes it impossible for the railroads to get more than 
that sum. New Orleans gets coal from Pittsburgh and 
Kanawha fields via the river that also supplies Memphis, 
but it has the additional competition of water-borne coal 
from the Alabama fields. 

In conclusion, he said that the rate to Memphis i3 
really very low, and some of the intermediate places have 
just cause of complaint for the railroads keeping it in 
effect. He said that Memphis has very low rates on nearly 
every commodity, as has been testified by those who have 
appeared for other localities seeking to have rates lowered 
to the Memphis basis. ; 
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THE OPEN FORUM 


THE TRAFFIC WORLD has eStablished this department for the uSe of its patrons in the discussion 
of live topics of any of the various kinds which the progressive business man interested in transportation 


problems, whether as manager or clerk, has to consider. 


It is impossible to enumerate these subjects 


here, partly for the reason that those upon which the most instructive discussion can be had are those 


that are coming up every day as new matter. 


But there are also many new angles to old subjects, 


new ways of performing an old job, new fields for the traffic men to explore, new lines in which the individ- 
ual may develop himself and assist his fellow-worker in the development of the profession, and suggestions 
or queries on all sorts of traffic matters. THE TRAFFIC WORLD will welcome communications telling 
about, or wanting to know about, any of the problems or practices ordinarily coming within the scope of 
the traffic man’s work in detail or in its broadest sense. 





Would Change Demurrage Rules 





Editor THe TRAFFIC WORLD: 

The matter of annual car shortage is one which might 
be to a great extent remedied if the carriers could arrange 
a more effective demurrage code. The present demurrage 
charge in most states, amounting as it does to only one 
dollar per day per car, has comparatively little deterrent 
effect and does not result in much real benefit in the 
way of releasing cars for use in other service, The sug- 
gestion which I have to offer is perhaps not new and 
will no doubt call for much adverse criticism, but if 
put into effect would in a fairly short time become a 
part of the general business system and would work no 
hardship, except, perhaps, to the curbstone broker and 
the consignee who desires the use of the carrier’s equip- 
ment for warehouse purposes. Such as these should: not 
be permitted to stand in the way of the interest of the 
great mass of shippers and consignees who desire to 
have the prompt handling of their traffic and avoid the 
delays which now hamper them each year in getting 
equipment for their business. 


All carriers have certain demurrage rules applicable 
to carload freight detained in the cars beyond a specified 
time, and the charge in most states is a mere nominal 
sum of $1 per car. There is no limit to the-time a car 
may be so detained. The same carriers have other reg- 
ulations applicable to freight unloaded into their ware- 
houses. The warehouse charges differ on various articles. 
I have before me the storage tariff of a certain carrier 
which provides that on freight in their warehouses re- 
maining after_a specified time a storage charge of one 
cent per 100 pounds per day will be made provided the 
total charge on any one shipment shall not exceed the 
charge which would be made on a carload under the 
demurrage charge. In other words, a carload of sugar 
containing 100 barrels and weighing approximately 35,000 
pounds would, after the expiration of 48 hours’ free time, 
be charged demurrage at the rate of $1 per day. This 
would equal one cent per barrel. Another shipper get- 
ting, say, 30 barrels of sugar weighing approximately 
10,500-pounds, would be charged one cent per 100 pounds 
per day, with a maximum of $1i—the carload demurrage 
charge—equal to more than 8 cents per barrel per day. 
There is no real good reason why a consignee of a hundred 
barrels should pay only one cent per barrel, while the 
consignee of 30 barrels pays three cents per barrel. 


There should be a modification of the demurrage 


rules limiting the time in which demurrage charges would 
be applicable, and thereafter the regular storage charges 
should obtain. For instance, as a suggestion, it might 
be provided that on freight in carloads placed for unload- 
ing certain free time shall be allowed and the cars shall 
then be subject to the established demurrage charges. 
At the expiration of double the free time allowance, if 
the freight is not unloaded, it will be subject to the estab- 
lished storage charges, the same as if detained in the 
company’s warehouses. Thus the carload of sugar here- 
tofore mentioned would have, say, 48 hours’ free time 
for unloading. Beginning at the expiration of that 48 
hours’ free time, it would have an additional 48 hours dur- 
ing which the established demurrage charge of $1 per car 
would attach, and, if not unloaded at the expiration of 
this second 48 hours, it would be subject to the estab- 
lished storage charge of one cent per 100 pounds per day. 
Therefore this car, after the expiration of 96 hours, would, 
on the basis of 35,000 pounds, be charged $3.50 per day 
instead of the present $1 per day. It is no new idea to 
suggest that much of the time lost in the detention of 
ears could and would be avoided if the owners of the goods 
were required to pay ordinary warehouse charges on the 
contents of the cars. 


Under the present demurrage system the small charge 
for the use of the car as a warehouse is of comparatively 
little use in reaching that class of consignees who are 
not in sympathy with the carriers in secuting the prompt 


-release of equipment and who are not deterred or em- 


barrassed by the payment of one dollar for a good ware- 
house facility. Such a rule as I have outlined would 
not injure the bona fide consignee who wants his goods 
when they reach him and who is not disposed to sponge 
on the carriers for warehouse facilities. I believe this 
suggestion would be more effective than a _ graduated 
demurrage charge, that is, a demurrage system by which 
the amount of the charge would increase at stated in- 
tervals. For example, I have heard it suggested that 
the demurrage charge be made, say, $1, which would 
obtain for a certain number of days, and be increased to 
$2 for an additional like period of time, after which it 
would be $3. This might, and no doubt would, be of 


some effect, and an improvement over the existing system, 
but the main point to consider is that the bounden duty 
of a carrier and its main business is the transportation 
of traffic. Its cars should not be tied up for storage pur- 
poses to accommodate unreasonable or indifferent con- 
signees, and when they are so tied up the carrier should 
receive the same compensation for their use as it receives 
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for the storage of like freight in its ordinary warehouses. 
Of course, this suggestion will meet with disapproval in 
certain quarters, from which disapproval might be ex- 
pected if any adequate remedy is suggested for an ex- 
isting evil. In this matter we are dealing with a bad 
disease, which needs a drastic remedy. It must be mani- 
fest to all traffic officials of railroads that the existing 
demurrage rules do not greatly expedite the release of 
equipment; especially do they not reach the class of 
free warehouse seekers which are part and parcel of any 
community where freight is received. 
EMERSON BENTLEY. 
Shreveport, La., Oct. 23, 1912. 


Cost of Living and Car Shortage 





Editor THe TRAFFIC WORLD: 

Some causes: 

1. Lengthening of time freight trains, on false econ- 
omy theory, moving cars 50 miles a day instead of 200 
miles. 

2. Roundabout routing—forcing divisions via gate- 
way 40 to 60 per cent longer to make bulk earning re- 
gardless of net revenue. 

3. Non-interchange of cars—putting two cars out of 
service two to five days at junction point awaiting transfer 
and during transfer; switching expenses, etc, 

4. So many cars required to handle one carload of 
grain, caused by lines refusing to let their cars go through, 
and elevators allowed too many privileges at market point. 


This article is written, not with a critical spirit, but 
from a sincere desire to aid and stop the enormous waste 
of transportation. Every mile a car is moved out of its 
direct course, someone has to pay for it. Every day a 
ear is in transit unnecessarily, stockholders have its value 
tied up, and the shipper’s car supply is reduced. 

Ever since railroad lines have had the large train, 
lengthening of freight schedules, “drag-train’” craze, the 
car supply has diminished, for a train that takes a third 
longer to do the required work reduces the car supply 
one-third. The railroad general manager will say, “econ- 
omy”’—I say “dead loss’—not only to the public, but 
to the stockholders. 


Take present schedules between Chicago and Mis- 
souri River, third-morning delivery against second-morning 
delivery, a few years past. What have they saved? Look 
at the annual reports—-higher operating expenses and 
less net revenue. Where has the reduction in freight 
been? More advances than reduction; more reduction 
in forces than amount of increased wages. Why? You 
will say no increase in net revenue, and where has the 
money gone? I say to false economy, caused by each 
department and individual striving to make a showing 
for himself regardless of injury to other departments. 


What economy is there in handling 20 per cent more 
tonnage (which you seldom do) from Chicago to Missouri 
River and reduce your earning capacity 50 per cent by 
consuming one day more between Chicago and Missouri 
River? The same engine power now consuming three 
days on present schedule against two days on previous 
one would move more cars during a month. Three days 
a trip would equal ten trips a month, two days a trip 
would equal fifteen trips a month. 

* Your time cards say reduce tonnage 10 to 15 per cent 
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for fast freight. I say reduce even 25 per cent for 
economy, and make more money than present drags. 

Ten trips a month, 60-car train, equal 600 cars a 
month at $50 per car—$30,000. 

Fifteen trips a month (25 per cent less), 45-car train, 
equal 675 cars a month, at $50 per car, equal $33,750. 

Result: 12% per cent mere tonnage moved; car 
shortage relieved 67 per cent; $675 at $1 per car, at very 
least, saved. 

A much greater saving on moving coal and other dead 
freight, as recent investigation will prove (see [Illinois 
Central case—report shows cars off line over 30 days 
going 500 miles); that 50 miles a day is the average 
movement—two miles an hour. This is not the exception, 
but the rule, and there would be plenty of cars if moved 
10 miles an hour instead of 2 miles an hour. 

Waste of equipment and car shortage caused by in- 
direct lines forcing necessities of life to move via round- 
about routes, to enable railroads to get long haul, regard- 
less of whether it pays them or not. 

Take, for instance, coal for points west of Missouri 
River moving via Peoria from southern Illinois mines 
not reached by these railroads instead of East St. Louis, 
a 50 per cent shorter route. Someone must pay for this 
waste. Oklahoma and Kansas wheat shipped to Chicago 
via Minneapolis, when the Northwest is burdened with 
wheat and western mills cannot run half time. Too much 
lost energy. 

If Congress would prohibit lines participating in traffic 
they have to haul over 10 to 15 per cent longer than 
short line (by enforcing long and short haul clause with 
this limitation), there would be paying freight for all 
roads and railroads would not reduce their rates long 
enough to drive water competition off at expense of in- 
termediate points, and advance them when boats were 
starved out. If 15 per cent is not enough at intermediate 
points, traffic at terminals at 15 per cent less would 
better be lost than handled at a loss. 


4, So many cars required to handle one carload of 
grain. Cause, railroad refusing to let cars go through. 
Remedy, No. 1. 


Elevators granted too many commercial and unnec- 
essary privileges. Take car grain from west of the Mis- 
souri River to the South, railroad won’t let car go off 
line. Result, car placed at elevator consuming two days 
at least before returned to railroad. Railroad to Mis- 
sissippi River probably hauls car empty 100 miles (aver- 
age); pays switching to elevator at Missouri River, con- 
suming at least three days’ dead time. Car goes to St. 
Louis—same expense, and two cars put out of commission 
each three days at least. Same tollgate at Memphis, 
perhaps Atlanta. Result, every transfer increases cost 
to ultimate consumer and cuts down available supply cf 
cars and increases blockade at terminals. 


A Few Don’ts for Mr. President. 


Don’t let your car department make a great showing 
for economy at the expense of your personal injury ac- 
count. 

Don’t let your claim department take unfair advan- 
tage of a good shipper to make a record for his depart 
ment and forever lose the shipper’s good will and business. 

Don’t save 15 cents worth of oil at the expense of 
$3 for coal and perhaps $10 for wear and tear. 

Don’t shut down your machine and car shops during 
summer months, when men can accomplish more, and by 
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daylight, because you want to beat your predecessor’s 
record, and then have shops work night and day in win- 
ter, when they can only do fair. work at a disadvant.ge. 

Don’t enter into agreement with your competitors (if 
you have the short line) for a slow schedule on freight 
trains. 

Don’t save interest on $5,000 a mile for sidetracks al 
terminals. Use of cars and per diem on cars in one train 
delayed a week will pay it. Grading can be done for 
$1,000 a mile, and you have plenty old rails and ties 
good enough, going to waste. 

Don’t delay your local freight trains three to four 
hours on a division to save a brakeman’s salary. Put a 
freight checker familiar with freight, and your automo- 
bile cars with side doors in this service, so three men can 
work instead of one. The fuel saved and extra use of car 
loss and tonnage saved will net you something in a year. 

Don’t delay a train two to three hours to save a night 
operator’s salary. No train dispatcher can make a meet- 
ing point on a division point when one train has not been 
made up. 

Don’t save salary of $40 on men at competitive sta- 

tion and lose $500 in revenue, because agent has too much 
work to look after and can’t get consignees their freight, 
keeping teams two or three hours at stations. They will 
route against you next time, and then extra men won’t 
pay. Many a shipper has a roundabout route, has to go 
through other territory and gateways before reaching 
agreement point, thereby beating you to possibly more 
valuable territory than agreement point. 
Don’t save $25 a day at terminals on a switch engine 
at expense of $100 to per diem account and use cars. 
Shippers also know if you have an engine to place cars 
promptly; also know what your, competitor can do. A 
carload a day would pay for it. You can’t check against 
the record what you lose. 

Why should not division superintendent be held re- 
sponsible for securing of traffic as well as the economical 
handling of it, and vice versa? Why should traffic men 
not be held responsible for operation expense? The 
traffic men would not take a lot of freight by roundabout 
routes at a loss if they were, and operating men would 
not lose thousands of dollars in personal injuries (as 
shown in recent investigation in the New England case). 
Why lose hundreds of cars of grain because of leaky 
roofs; thousands in cost of transfer on account of bad 
order cars; thousands in loss from overloading mer- 
chandise cars; thousands in delay to local trains unloading 
freight at local stations on account of insufficient help? 

Fremont, Neb., Oct. 22, 1912. M. B. L. 


Approves of The Change 





“We note your ‘Special Announcement’ in the last 
number of THE TRAFFIC WoRLD, and ask that we be 
placed on your ‘Reminder’ for a three-year bill for De- 
cember 15, although our subscription does not expire at 
that time. It is a fine idea to separate the two publica- 
tions, and no one can be without either of them if they 
have once subscribed. Your publication is a necessity 
once it has been seen by a railroad shipper. 

“Your influence in giving out CORRECT information 
should, we believe, go far toward bringing the shippers 
and the railroads into better relations by preventing errors 
before shipments have been made. 
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“You have our best wishes for you in your new home 
and in your new innovation. 
“MARSH & TRUMAN LUMBER CO., 
“Chicago, Oct. 21, 1912. A. FLETCHER MARSH.” 


Argue Coal Mine Ratings 


The question of the fairness of coal mine ratings made 
by the Illinois Central was argued before the Commission 
on October 21. The operators of what are known as junc- 
tion mines are protesting against what is known as the 
hour-capacity rule evolved by the Illinois Central when 
the decision of the Hillsdale cases made it necessary for 
most of the carriers to abandon their physical-capacity 
rule in rating mines for the purpose of car distribution. 

The Illinois Central, in undertaking to solve the new 
problem, took the operations of the mines for a month— 
that of March, 1910—and figured down the production per 
hour. Then, having the number of hours each mine worked, 
it established a rating for each mine on that basis, pro- 
vided, however, that the Illinois Central was the only 
carrier over which the operator shipped. 

So far as the record discloses, among the operators. 
whose mines look to the Illinois Central for cars, there is 
no dissatisfaction. The application of the rule to what are 
known as junction mines, that is, operations which have 
the benefit of two or more carriers, raised a protest. So 
far as the Illinois Central is concerned, that carrier seemed 
to think that the coal shipped over its lines should be 
made the test of the rating applied to it by the Illinois 
Central. In their protests the junction mine operators 
pointed out that such a rule operates to destroy what 
they call the natural-advantage they have by reason of 
being located on two or more lines of road. They have 
pointed out that, if for a certain month shipments over 
the Illinois Central fell to a low point, then the rating 
for the following month would be established at that low 
figure, no matter how many contracts the operator might 
have to fill for consumers along the Illinois Central lines. 

R. V. Fletcher, attorney for the Illinois Central, 
pointed out that his client has been trying to follow the 
orders of the Commission and the decisions of the courts 
and that in doing away with its physical-capacity rule 
it was trying merely to follow the decision in the Hillsdale 
case. He said that it would be preposterous for the com- 
pany to give each junction mine a rating for Illinois 
Central cars equal to its whole production, so long as 


that mine could also obtain a like number of cars from 
other carriers serving it. 





DENIES CHATTANOOGA REHEARING. 

The Supreme Court has denied the application of 
Francis B. James for a rehearing of the Cincinnati and 
Chattanooga rate case, in which the Commission laid 
down the rule that the Commission, in fixing a just and 
reasonable rate between two points; must consider, not 
merely the necessities of the direct and efficiently man- 
aged road, but the condition and needs of the longer 
lines and their unprofitable or little profitable branches; 
in other words, that while the old Cincinnati Southern 
road between Cincinnati and Chattanooga might carry 
goods on a 60-cent scale, that branch of a system is not 
the only thing to be considered; that the longer line of 
the L. & N. and the less profitable branches of the South- 
ern Railway must be taken into consideration in arriving 
at the conclusion of what is just and reasonable. 





We ope ba. 
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HOW MEET LABOR DEMANDS? 


Director of University of Pennsylvania Discusses 
Railway Wage and Revenue Problem 





By DR. EDWARD S. MEAD.* 


The most important problem before the American 
people is the problem of railway development. America 
is still an undeveloped country. Threefourths of the 
United States, industrially considered, lies north of the 
Ohio and east of the Mississippi River. The West and 
South are yet in the infancy of the business development. 

The realization of the immense possibilities of this 
country must depend upon the extension and develop- 
ment of our railroad facilities. It has been estimated 
by men whose opinions carry great weight that at least 
one billion dollars each year for years to come should 
be spent in railroad building and rebuilding. Some of 
this new construction will be immediately profitable. On 
the largest part the profits will be deferred. That vast 
expenditure which is demanded by considerations of 
public safety and commerce may never be profitable. 


In recent years, and here I speak of matters which 
are so well known to you that elaboration would be un- 
profitable, railway construction has lagged behind the 
progress of the industries. A present indication of this 
fact is the impending shortage of railway equipment. A 
business revival has just begun and already the inade- 
quacy of the transportation system to carry the expected 
increase in traffic is conceded. 

The railroads are unprepared, not because they have 
not foreseen the return of good times, but because of 
certain factors in the situation which make directors 
hesitate to invest great sums of money, even when the 
credit permits great sums of money to be raised. 

This feeling of doubt and distrust of the future 
which is everywhere encountered among railway officials 
and financiers is due, first, to the evident determination 
of the Interstate Commerce Commission not to allow any 
general advance in rates, and, second, to the increasing 
pressure of the railway brotherhoods for higher wages. 

With the first condition we are not now concerned. 
You are entirely familiar with the arguments on both 
sides. If railway expenses are not largely increased, the 
present scale of rates will yield satisfaciory profits. But 
from the attitude of railway labor railway expenses will 
increase. The announced determination of the railway 
organization to increase the wages of their members is, 
from the standpoint of the railway, and of the country as 
well, far more serious than the unyielding attitude of 
the Commerce Commission. 

I ask you to consider the nature of the railway in- 
dustry. It is a trite saying, but a true one, that trans- 
portation is the life blood of commerce. The specializa- 
tion of different regions to those industries in which, 
from the character of the population, the natural re- 
sources, or the proximity, a specialization best exempli- 
fied by your own city of steel, has been carried so far 
in this country that free and continuous interchange of 
commodities is indispensable, not only to industry, but 
to existence. Suspend the operation of the railroads of 
the United States for one week and the resulting dam- 


‘ — before the Traffic Club of Pittsburgh on Octo- 
er 14, 
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age would be almost incalculable; it would be measured 
not in money and in goods alone, but in human suffer. 
ing and human life. How many cities in this country 
are provisioned for one week? How long would the 
supply of fuel and material for the mills and factories 
suffice if fresh supplies were interrupted? The answers 
to the questions are furnished by every snowstorm which 
ties up the railroads even for a few days; every business 
in the region feels the effect; the whole population suf- 
fers inconvenience and the business losses are heavy. 
How much more serious would be the effect of a gen- 
eral and a protracted suspension of the railroad; it would 
be a national calamity comparable to the effects of war 
or pestilence, a catastrophe which it is almost unthink- 
able that any body of men, for their own ends, however 
worthy and reasonable those ends might be, would com- 
bine to bring upon the country; or, to look at the matter 
from another standpoint, it is even more unthinkable 
that the responsible heads of the railway companies 
would allow a general suspension of operation to take 
place if the most extreme concession on their part could 
prevent. 

Into this situation of absolute dependence upon the 
continuous operation of the railroads, a situation fraught 
with the possibilities of national disaster, enter the 
brotherhoods with their periodic demands for increase in 
wages, reduction in hours and more favorable condtions 
of employment. 

One set of these demands made by the Brotherhood 
of Locomotive Engineers is now being considered by a 
specially appointed board of arbitration. As soon as 
this difficulty is settled, and, from past experience, a 
portion at least of the demands of the union will lb« 
granted, the never-ending controversy will be transferred 
to some other section or some other organization. The 
pressure of the unions upon the railroads is increasing 
and unceasing. 

In these discussions and contests organized railway 
labor possesses a predominant advantage; they know 
just how valuable their services are; they know that the 
trains must run, and that no men outside their organiza- 
tions can run them. 

Consider for a moment the extent of their advan 
tage by comparison with labor contests in other fields; 
if the anthracite miners strike the country suffers, but 
there are ways of escape for the consumer; he can 
turn to bituminous coal or gas, and there are reserves 
of anthracite to draw upon. If the bituminous miners 
strike, the users of bituminous coal can live for a time 
on their own reserves, or they can change their grate 
to burn anthracite. The last great strike in the iro! 
and steel industry had little more than a local significance 
and effect. 

Let the railroad men strike, however, and, as 1877 
and 1894 showed, the entire country feels the blow 
every class, every community, every business is affected 
The four railway brotherhoods hold in their hands th: 
prosperity of the United States. Because they posses: 
an absolute monopoly of the skilled labor necessary to 
conduct the business of transportation, they have the 
power to cripple every business in the country. Skilled 
railway operators cannot be replaced by non-union men. 
For locomotive engineers or firemen there are few sub- 
stitutes; if they cease to labor, the trains cease to move, 
commerce comes to a standstill, factories close, business 
staggers and stops. We all remember the effect of the 
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suspension of cash payments by the banks in 1907. The 
situation at that time gave but a faint indication of the 
damage which the country would sustain by the suspen- 
sion of the railroads. 

Railway managers know this, railway employes 
know this; in every controversy over wages, hours of 
employment or working conditions the unique position 
of the railway as an indispensable public servant, and 
the extraordinarily powerful position of the railway em- 
ploye as the master of that public servant, are present 
in the minds of the contestants. Such a contest is un- 
equal; the men have all the advantage. They can throw 
the railroads into bankruptcy and the country into 
ruin, and they know it. They know, further, that the 
railway managers will not be allowed by public opinion, 
even if their own dispositions set in this direction, to 
force the issue. They must make concession; they must, 
in every contest, yield something. All, therefore, that is 
required is for the men to return again, and yet again, 
with ever-increasing demands, and they can obtain the 
entire surplus revenue of the railroad. 

I do not claim that the railway employes will carry 
their demands to this extent, or that the desire to con- 
fiscate the dividends of the railway stockholders has 
ever entered the minds of their leaders. I do claim, 
however, that they have it in their power to advance 
their wages to the point where the present scale of divi- 
dends can no longer be maintained. When Lord Clive, 
on his return from India, was accused from the House 
of Commons with the practice of extortion, he replied, 
“Sir, when I think what I might have taken, I am aston- 
ished at my own moderation.” With equal justice, the 
railway brotherhoods can point to the evidence of their 
moderation in the fact that the railroads can still pay 
dividends and lay aside something for their surplus ac- 
counts. This situation is, however, fraught with possi- 
bilities of peril, and, so far as the Interstate Commerce 
Commission is concerned, the railroads have little to 
fear. If the Commission will not sanction a general 
advance in rates, it is equally unlikely that it will order 
their general reduction. Railway rates, the products of 
innumerable adjustments and compromises, tend con- 
stantly to stability. Each year the difficulty of change 
because of the wider reaching consequences of change 
becomes greater. Adjustment between localities, reduc- 
tions in special cases may be made, but the danger of a 
general reduction in rates is slight. 

Not so with the labor situation. The representatives 
of organized labor have set no limit to their demands, 
short of the utmost ability of the railroads to pay. 
Railway wages, in their opinion, will never be high 
enough. They are willing to endorse the railroads’ de- 
mands for higher rates, out of which higher wages might 
be paid, and, in fact, this proposition has been seriously 
advanced by some of their leaders. They will not, how- 
ever, concede that railway wages can be limited, that, 
for example, the locomotive engineer should be restricted 
to a maximum of $80 per month, a salary upon which 
he can purchase his house and send his children to the 
high school. They desire that his wages should rise to 
$250 per month, upon which he can send his children to 
college. No matter how high railway wages go, they 
are still too low, in the opinion of the railway man, for 
his necessities, his responsibilities and his deserts. 

And, after all, if only these demands can be recon- 
ciled with the necessities. of the country for a full de- 
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velopmént of its resources and with the just claims of 
the railroad stockholders and creditors, why should the 
railway employe be denied his wish to rise to a higher 
plane of existence? Every day millions of people trust 
their lives to the men who run the trains, walk the 
tracks and operate the signals and switches. What com- 
pensation will be considered too much for the faithful 
performance of this trust? What public servant has a 
more responsible position than the locomotive engineer? 
Who has charge of a larger amount of property? Upon 
whose competence and vigilance depend so large a num- 
ber of human lives? 

Let us come to the issue of the question: How 
can the demands of the railway men be met; demands 
which they have it in their power to enforce, however 
gradually, with whatever degree of conservatism they 
go about enforcing them, while at the same time the 
needs of the country for additional capital may be met? 
Under present conditions,. the profits of the railroads, 
present and prospective, are not large enough to induce 
a sufficient amount of investment to meet the national 
requirements. Before the year is out, in the opinion of 
those best qualified to judge, the country will have abun- 
dant proof that in late years sufficient money has not 
been spent upon railway facilities. Unless the outlook 
for railway profits becomes more favorable, these facilities 
will become increasingly inadequate. What, then, is to 
be.done? Shall rates be advanced? How will this mend 
matters? If rates go up, and wages rise with them, ship 
pers and consumers are burdened and railway credit is 
not improved. It is by following no such vicious circle 
that the solution of the problem is to be found, 

In my opinion, and I offer this suggestion with diffi- 
dence, because I know how much easier it is to describe 
a situation than to suggest a practical remedy, we shall 
never reach a permanent solution of our transportation 
problem, we shall never place this great industry in a 
position from which its steady progress is assured, until 
railway labor can be brought to realize and recognize 
by its acts that the railroads are entitled—in the words 
of the Supreme Court—‘“To a reasonable return upon a 
fair value of their property employed in the public serv- 
ice,’ and this reasonable return is not to be the rate of 
interest on the best first mortgages, but such a rate of 
profit, averaging good years with bad, as will attraet 
capital into railroad securities. More than this, the rail- 
road stockholder does not and should not claim; less 
than this means an arrested railway development, a 
slow and halting industrial development, a condition of 
prolonged business stagnation, broken only by fitful 
gleams of temporary prosperity. 

I do not know how this recognition of the claims of 
railway capital to proper consideration can be brought 
about; I hope that it will come as a result of conference 
and concilliatory discussion. I believe that organized 
labor in the railway industry represents the highest level 
of efficiency which organized labor has anywhere at- 
tained. The railway employe fully deserves his title of 
the “aristocrat of the labor world.” His is not merely an 
aristocracy of high wages, but an aristocracy of com- 
petence, discipline, fidelity to duty and good citizenship. 
If the solution of the problem can be worked out by the 
railway men in conference with their employers, it will 
be indeed a fortunate result. 

If, however, the leaders of railway labor are unable 
to see that they have a national obligation to perform, 


Se 
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that, along with their vast power, goes a corresponding 
responsibility, that they must not press their demands 
for higher wages to the point of making railway invest- 
ments unattractive and so restricting necessary railway 
facilities, then they will be made to realize, and that at 
no distant day, that there is a power in this country that 
is greater than the power of organized labor—the irre- 
sistible power of an aroused public sentiment—and that 
the’ interests of no class—no matter how valuable the 
services performed by that class—can be allowed to stand 
in the way of the interests of the American people. 


Helps Newport News 





The order, given in substance as follows, was issued 
by the Commission for October 18: 

NO. 2965. CHAMBER OF COMMERCE OF NEWPORT, 

VA., VS. SOUTHERN RAILWAY CO. ET AL. 

Upon further consideration of the record in the above- 
entitled case, 

It is ordered, That the order heretofore entered by 
this Commission in said cause on June 7, 1912, and by 
its terms made effective Oct. 1, 1912, afterwards so modi- 
fied as to become effective on Oct. 20, 1912, be, and the 
same is hereby, so further modified as to read as follows: 

It is ordered, That the defendants, Southern Railway 
Co.; Atlantic Coast Line Railroad Co.; Seaboard. Air 
Line Railway; Norfolk & Southern Railway Co., and H. 
K. Walcott and Hugh M. Kerr, receivers thereof; Norfolk 
& Western Railway Co.; The Chesapeake & Ohio Rail- 
way Co.; Norfolk & Portsmouth Belt Line Railroad Co., 
and New York, Philadelphia & Norfolk Railroad Co., in 
the above-entitled case, be, and they are hereby, required 
to cease and desist, on or before Nov. 1, 1912, and tor 
a period of not less than two years thereafter, abstain 
from charging, demanding or collecting higher rates for 
the transportation of freight from all points on their 
respective lines not within 150 miles of Norfolk in the 
territory east of a line heretofore established by the 
defendants, drawn from Chattanooga, Tenn., southward 
through, but not including, Birmingham, Selma and Mont- 
gomery, Ala., to Pensacola, Fla., known as the Chatta- 
nooga-Birmingham Line, to Newport News, Va., than are 
contemporaneously chafged by them for the transporta- 
tion of freight from the same points in the described 
territory to Norfolk, Va.; and that said defendants be, 
and they are hereby, required to cease and desist from 
charging, demanding or collecting higher rates for the 
transportation of freight from Newport News to all points 
on their respective lines in the territory not within 150 
miles of Norfolk, east of a line drawn from Chattanooga, 
Tenn., southward through, but not including, Birmingham, 
Selma and Montgomery, Ala., to Pensacola, Fla., than 
are contemporaneously maintained from Norfolk, Va., to 
the same points. 


It is further ordered, That the defendants (named 
above) be, and they are hereby, required, on or before 
Nov. 1, 1912, upon notice to the Interstate Commerce 
Commission and the general public, by not less than 
five days’ filing and posting in the manner prescribed in 
section 6 of the Act to regulate commerce, and for a 
period of two years’ after the first day of November, 
1912, to maintain rates for the transportation of freight 
from Newport News, V2., to all points on their respective 
lines, except those within 150 miles from Norfolk, in 
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the territory east of a line drawn from Chattanooga, 
Tenn., southward through, but not including, Birming.- 
ham, Selma and Montgomery, Ala., to Pensacola, Fla., 
known as the Chattanooga-Birmingham Line, that are 
not higher than rates which they contemporaneously 
maintain for the transportation of freight from Norfolk, 
Va., to the same points; and that the above-named dc- 
fendants be, and they are hereby, required to establish, 
on or before Nov. 1, 1912, upon notice to the Interstate 
Commerce Commission and the general public, by not less 
than five days’. filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, and 
for a period of two years after the said first day of 
November, 1912, to maintain rates for the transportation 
of freight from all points on their respective lines in 
the territory not within 150 miles of Norfolk, Va., east 
of a line drawn from Chattanooga, Tenn., southward 
through, but not including, Birmingham, Selma and Mont- 
gomery, Ala., to Pensacola, Fla., known as the Chatta- 
nooga-Birmingham Line, to Newport News, Va., that 
shall not be higher than rates for the transportation of 
freight contemporaneously maintained by them from the 
same points to Norfolk, Va. 





Insist Case Is Special 


Arguments were made before the Commission on 
October 24 in the complaints of the Southern Furniture 
Manufacturers’ Association against the Southern et al. 
and the Anacostia Citizens’ Association vs. the Baltimore, 
Ohio and other carriers serving Washington with a de- 
livery service on L. C. L. shipments. 

In the first-mentioned complaint the objections are 
to the $1.70 bedroom furniture and the $1.75 chair rates 
from Carolina manufacturing points to the Pacific coast, 
which are alleged to be unjust and unreasonable in them: 
selves and unduly discriminatory against the Carolina 
points in favor of manufacturing points in Virginia, Penn- 
sylvania, New York and New England. 

The arguments in behalf of the complainants were 
made by R. H. McNeil and E. J: Justice, and in behalf 
of the railroads by Frank W. Gwathmey. The chief de- 
fense relied upon by the Southern is that it is not the 
short line from the Virginia cities, nor does it make the 
$1.50 rate which is represented as the result of the 
highly competitive conditions and is therefore abnormally 
low; that it follows the system of blanketing rates over 
a large part of the territory between the East and the 
West; the blanket in this $1.50 rate applies as far west 
as Colorado. 

The Southern justified its disregard of the fourth sex 
tion involved in the matter by insisting that this is cer- 
tainly a “special case,” within the meaning of the 
statute, if there ever was one, because, if required to 
strictly observe the fourth section, it would be shut out 
of a large part of the business or would have to suffe: 
loss as to another considerable part of it by flattening 
its rate at all intermediate points. 





PITTSBURGH TRAFFIC CLUB MEETS. 

At its regular bi-monthly meeting and dinner, held 
at the Hotel Schenley on October 14, the Pittsburgh Trai 
fic Club was addressed by Dr. Edward S. Mead, director 
University of Pennsylvania, on “The Railway Labo 
Situation,” and John M. Fitzgerald gave a lecture on the 
Panama Canal, illustrated by moving pictures. Th« 
evening was enjoyed by a full attendance.: 
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COAL CASES COME TO COURT 


Argumsnts Begun in Lehigh Valley Coal Rate 
_Case on New Petition 








The attorneys in the Lehigh Valley coal rate case, 
which came up in the Commerce Court on October 23 on 
the new petition filed last spring after the organization 
of the Lehigh Valley Coal Sales Co., got into a jangle 
as to whether the new petition does not ask the court 
to deal with a situation that has never been placed before 
the Interstate Commerce Commission. There was an ex- 
change of views, resembling a street corner argument, 
which Judge Carland finally disposed of by asking what 
motion there was before the court. Blackburn Bsterline 
said it was a motion by the United States to dismiss the 
petition. The judge suggested to him that he proceed 
with the argument on that line. 


Mr. Esterline appeared to surprise attorneys for the 
other side by arguing that the petition should be dis- 
missed because of the attempt, as he called it, of the Le 
high Valley to shift its ground by setting up the fact that 
the Lehigh Valley Coal Co. is not now a shipper over the 
lines of the Lehigh Valley Railroad; that it sells its coal 
at the breakers to the Lehigh Valley Coal Sales Co., a 
New Jersey corporation, in which neither the railroad 
nor the coal company have any interest and that the coal 
company has paid its debt to the railroad company, 
amounting to more than $10,000,000, on which the Commis- 
sion predicated its assertion that the railroad company, in 
effect, paid a rebate to the coal company by reagon of 
the fact that the railroad company exacted no interest 
from the coal company on account of the loan. 


The government’s attorney asked what manner of 
judicial procedure was proposed, now that the petitioning 
railroad company, by means of a device which it could 
abolish at any time, changed its ground of defense in the 
suit, six months after the order of the Commission had 
become effective, and nearly five years after it had first 
undertaken to defend by justifying the things done by the 
railroad and its coal company. He insisted that. the court 
should not consider such shift, especially in view of the 
fact that on the first application the court had found it 
impossible to grant a temporary injunction the effect of 
which would be merely to preserve the then existing 
status. He quoted a line of cases on estoppel and dwelt 
with obvious satisfaction on that in which the court said 
the party litigant could not thus “amend his hold.” 


Dr. Needham, for the Commission, asked the court to 
specifically rule on the question as to whether confiscation 
can be predicated on the change of one rate relating to 
one commodity and also as to whether the Commission, 
in undertaking to make changes in rates, must make a 
valuation of the property of the defendant or whether 
the courts are going to make such a valuation when there 
is neither law nor machinery by means of which the Com- 
mission can make such valuation. He suggested that if 
the Commission is to do such valuing, it will be necessary 
for it to get authority from Congress to hire an engineer- 
ing corps and large appropriations to pay for such work. 
He called attention that in the first petition the value 
of the property is set down at $250,000,000, while in the 
second petition it is placed ‘at $312,000,000. 
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He said that in the Florida East Coast Line the Com- 
mission had made use of the valuation made by the com- 
pany because both parties were anxious to get a decision, 
but he submitted that the Commission cannot make valu- 
ations or meet the valuations made by the companies, if 
the court is to order valuation to be made as asked for 
by the railroad company. 


W. A. Glasgow, attorney for Meeker, the complainant 
in the case that resulted in the issuance of the order 
reducing rates from the Wyoming district to Perth Am- 
boy, said that the case has been pending now five years 
and he proposed showing that if the railroad company is 
now permitted to shift its ground, it will be pending for 
at least five years more. 


Instead of completing the arguments in the Lehigh 
Valley case Wednesday, as expected, the Commerce Court 
desired to hear such an illumination of the points involved 
that the case continued on Thursday and displaced the 
pipe line case, which was docketed for that day. At the 
Wednesday afternoon session of the court, Messrs. Platt 
and Warren, representing the Lehigh interests, insisted 
strongly upon their contentions that the Commission, in 
reducing the rates on hard coal from the Wyoming, Pa., 
field to Perth Amboy, has invaded the constitutional righis 
of the carrier by reducing the rates below a point where 
it would get money enough to pay the cost of transporta- 
tion and leave enough to pay a reasonable dividend on 
the part of the property used in transporting the coal. 


They pointed out that the Commission had been in- 
fluenced in coming to its decision by the allegations that 
the coal-carrying roads had tried to and did control the 
production and distribution of hard coal, in fact, had 
monopolized it, the truth of which allegation they denied 
in their petition. ' 


Baldly stated, they charged that the Commission had 
given ear to public clamor about the hard coal trust and 
had made the reduction in rates without regard to either 
the constitution or the law of the Commission’s creation. 
W. A. Glasgow, before the attorneys for the railroads 
addressed the court, followed the course indicated by 
Blackburn Esterline’s objections to the court taking any 
notice of the new petition for injunction, on the ground 
that the railroad company, months after the decision and 
order were made, is undertaking to shift its ground of 
defense against every well-established rule of judicial 
procedure. 

At the Thursday morning session, Dr. Needham, dis- 
cussing the confiscation allegation, asserted that the 
declaration of the railroad company that it costs 90 cents 
a ton to pay the out-of-pocket cost of moving the coal 
to Perth Amboy, leaving nothing for profit or depreciatior. 
is sufficient to destroy the allegation that the Commis- 
sion’s rate of $1.40, if allowed to become effective, would 
be confiscatory. The doctor’s discussion of the cases 
showing the views of the Supreme Court as to what con- 
stitutes confiscation, led to Judge Mack’s asking him 
if he was not really going farther than the requirements 
of the case at bar, and the doctor admitted that he was. 
Judge Knapp also remarked that he was using the words 
“cost of service” in a way not usual. At one time Dr. 
Needham and Mr. Glasgow got into a colloquy, and the 
latter expressed the belief that the doctor was discussing 
an academic question. The doctor disagreed with him. 


Mr. Glasgow’s habit of shaking his fist as a gesture 
in making his address caused Frank Platt to suggest that 
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the Philadelphian was threatening the court. He said 
he was not, and such assertions, he said, irritated him, 
especially when they were accompanied by an assertio: 
that he had said that the court should do everytzing 
possible to uphold the order of the Commission. His 
assertion, he said, was that the court should give the 
order all the presumptions of validity attaching to it. 

Judge Knapp said that even if Mr. Glasgow did shake 
his fist, the court had not been hurt, and Judge Hunt 
said he understood his assertion to be that the court 
should give the order all the possible assumptions of 
validity. 

As to the Lehigh’s assertion that it should be allowed 
to earn $25,000,000, instead of the $12,500,000 it says it 
has been earning, Glasgow said it has not the slight- 
est warrant anywhere in the law or the constitution 
for claiming any earning whatever except upon reason- 
able rates. He said that the company in its petition 
had been unfair to the Commission in its assertions that 
the Commission had not given it a full hearing, or that 
it had excluded testimony, and that it had given “great 
weight” to allegations of fact, with regard to control of 
the output and monopolization of the business “*ic”. are 
not true.” 

Glasgow said that the court is bound to take the 
allegations in the report as being supported by the evi- 
dence in the absence of more than the petitici. says, 
especially in view of the fact that not one of the allega- 
tions now asserted to be not true, is shown to be even 
persuasive, much less controlling, in the Commission in 
reaching the conclusion that rates on coal, admitted to 
be higher per ton per mile than the average on all traffic, 
are just and reasonable. 


In the Commerce Court 





Tuesday, Oct. 22, 1912. 

Present: Presiding Judge Knapp, and Judges Hunt, 
Carland and Mack. 

No, 41, Atchison, Topeka & Santa Fe Railway Co. 
vs. United States, respondent; Interstate Commerce Com- 
mission et al., interveners; to set aside an order of the 
Interstate Commerce Commission reducing from $30 to 
$7.50 per car the charge for refrigeration of citrus fruits 
where such fruits are pre-cooled and pre-iced by the 
shipper. Said cause was passed to the next session. 

No. 38, Baltimore & Ohio Railroad Co. et al., peti- 
tioners, vs. United* States, respondent; Interstate Com- 
merce Commission, interveners; to set aside an order 
of the Interstate Commerce Commission affecting light- 
erage charges on sugar in and near New York Harbor. 
Arguments continued by Mr. P. J. Farrell for the Inter- 
state Commerce Commission, Mr. Ernest A. Bigelow for 
Federal Sugar Refining Co., and Mr. Assistant Attorney- 
General Denison for the United States, and concluded by 
Mr. George F. Brownell for the petitioners. Cause taken 
under advisement. 

Adjourned to Wednesday, October 23, at 10:30 a. m. 


Wednesday, Oct. 23, 1912. 
Present: Presiding Judge Knapp, and Judges Hunt, 
Carland and Mack. 
No, 70, Lehigh Valley Railroad Co. vs. United States; 
to set aside an order of the Interstate Commerce Com- 
mission prescribing the rates on anthracite coal from the 
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Wyoming coal region of Pennsylvania to tidewater at 
Perth Amboy, N. J. Henry BE. Meeker granted leave to 
intervene. Hearing on motions to dismiss of United 
States, Interstate Commerce Commission and Henry &. 
Meeker. Argument commenced by Mr. Blackburn Ester- 
line for the United States; and continued by Mr. Charles 
W. Needham for the Interstate Commerce Commission, 
and Mr. William A. Glasgow, Jr., for intervener, Henry 
E. Meeker. 


Finish Sugar Cases 


Arguments were finished in the New York sugar 
lighterage cases on Tuesday. The court adjourned 
earlier than usual on Monday afternoon on account of 
Solicitor Farrell’s inability to be present, and allowed 
him to proceed on Tuesday with a discussion of the 
position of the Commission with regard to the allowances 
made by the railroads to the partners composing Arbuckle 
Bros., who are also the partners owning and operating 
the Jay Street Terminal, which is that, inasmuch as the 
rails of the defendants do not extend beyond Jersey City, 
the allowance for bringing sugar to the rails, if made 
to one shipper, must be made to all, and that therefore 
the Federal Sugar Refining Co. is being discriminatcd 
against. The Commission holds that the transportation 
begins at the Jersey shore, while the defendanis and 
Arbuckle Bros, contend that it begins at the Jay Street 
Terminal, which, under the contract between it and the 
railroads, is their freight station. 

In the argument Monday afternoon nobody seemed 
to think that if the Jay Street Terminal is a common 
carrier it violates the commodities clause in carrying its 
own “commodity. The Commission in its treatment of 
the matter has assumed that Arbuckle Bros. are the 
same, whether the partnership calls itself Arbuckle Bros. 
or Jay Street Terminal. In his argument William N. 
Dykeman, for Arbuckle Bros., said that the ‘‘omniission, 
after looking at the factors, made up an equation that 
Federal] Sugar, with its lighters, equals Jay Street Ter- 
minal with expensive terminal plant and its lighter serv- 
ice, and therefore the railroads must give the allowance 
they give to the terminal company to the Federal com- 
pany, which nobody claims performs any service oiher 
than that of lightering its own sugar. 

Henry B. Closson, for the Brooklyn District Terminal, 
said that if the order of the Commission is permitted to 
go into effect his client will lose 40 per cent of its 
legitimate business, that of carrying the product of the 
American Sugar Refining Co. to the Jersey City terminals. 
He said that the so-called sugar trust has not a dollar 
of interest in the terminal and that the Havemeyer fam- 
ily has disposed of every one of the small number of 
shares it held in the American Sugar refinery when the 
question came up as to whether the Brooklyn Wastern 
Terminal could receive an allowance for carrying the 
sugar to Jersey City. 

Solicitor Farrell presented the case for the Commis- 
sion more fully and more accurately, from the Comuis- 
sion’s point of view, than either Assistant Attorney-Gen- 
eral. Denison or Mr. Bigelow, because of his greater 
familiarity with the general subject, which during its 
five years of existence has wound in and out so that 
even those who have been forced to keep track of i 
at times have been in doubt as to the phase that might 
be expected next. 
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ON CALIFORNIA DEMURRAGE 


History of Laws and Arguments for and Against 
California System Heard by Commission 





A peculiar situation presented itself to the Commis- 
sion on October 19 in the matter of arguments on its in- 
vestigation and suspension order directed against the 
tariff increasing the demurrage rate on interstate cars in 
California, filed by the Pacific Demurrage Bureau. There 
was nobody present on behalf of those objecting to the 
increase when the record was made up. A. P. Mathews, 
formerly employed by the Commission, appeared for all 
the railroads. William E. Lamb asked to be heard on 
behalf of the California Fruit Exchange, if the Commission 
would grant him that privilege, although he said he had 
not appeared at the hearing. Chairman Prouty said that 
if no one else appeared for the protestants, the Commis- 
sion would hear Mr. Lamb. Mr. Mathews wanted to know 
if Mr. Lamb would argue on the facts appearing in the 
record or would seek to introduce new facts. He did not 
formally object, but intimated that the procedure .was 
irregular. Chairman Prouty said the Commission would 
determine questions as to facts when they arose, and that 
he should proceed. 

As preliminary to his argument, Mr. Mathews recited 
the fact that in 1909 the California legislature had enacted 
the Miller Reciprocal Car Demurrage law, which imposed 
a charge of $6 per car per day. He said that that was 
in effect for 22 months, when it was superseded by the 
$3 a day charge that is now imposed. His whole argument 
was based on the assumption that conditions in California 
are so different from those prevailing elsewhere that the 
Uniform Code prevailing in the rest of the country could 
not be made applicable there. He emphatically disclaimed 
any thought on the part of the bureau he represents mak- 
ing an attack upon the Uniform Code. As to his main 
proposition that the $3 rate on intrastate cars had proved 
beneficial, Mr. Mathews said that he believed his case 
had been proved and cross-proved. The commissioners 
looked aghast when he insisted that he has indisputable 
figures to show that 80 per cent of the car movement is 
intrastate, exactly the reverse of conditions in every other 
state. 

Commissioner Lane queried on that point until, by 
the answers of the attorney, he was brought to the point 
that if he desired to continue the discussion he would 
have to bring out facts tending to indicate inaccuracy in 
the compilation of statistics on which Mr. Mathews was 
relying. Mr. Lane was not prepared to offer anything 
on that point, so the assertion stands. 

Mr. Mathews said that the demurrage tariff that has 
been suspended was filed so as to bring the charge on 
the interstate cars to the level of the state charge. That 
state charge, $3, is made under a reciprocal demurrage 
law which at one time fixed a $6 charge. Mr. Mathews 
admitted that there is no reciprocal feature in the sus- 
pended tariff. But he said the reciprocal feature amounts 
to nothing, because the railroads seldom fail to furnish 
the cars required. Very little money has to be paid. 

He presented a mass of statistics to show that the in- 
trastate rate has served the purpose of demurrage rules 
and charges, because the detention of cars has been 
decreased 46 per cent on that kind of business. He said 
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that no matter upon: what theory a demurrage charge 
is made, the best proof of its effectiveness is when it 
releases equipment. He said that under the dollar rate 
the probabilities are that the receipts would have been 


half a million greater than they were under the higher 
state rate. 


Unconscionable detention takes place, he insists, upon 
refrigerator cars that have moved back to California under 
dry lading, because the dollar rate affords the cheapest 
storage known. The railroads often prefer to return re- 
frigerator cars without lading, so as to avoid their deten- 
tion at San Francisco and other points. 

Mr. Mathews said he had no statistics as to Oregon 
and Washington car detention, but he could not agree 
with the proposition that conditions in the rest of the 
country are no worse than in California. His idea is 
that California is peculiar and should be allowed to have 
a demurrage charge not uniform with the rest of the 
country. Answering a question by Chairman Prouty, he 
said the railroads that interchange cars with the Southern 
Pacific have not made the slightest objection to its col- 
lecting $3 as a demurrage charge on cars for which it 
pays them 35 cents a day. He said that the charge rail- 
roads make to each other for the use of cars is not to 
be thought of as a measure for demurrage rate, because it 
does not take into consideration any charge that should 
be imposed for the use of the railroad’s terminals by 
the man who detains a car beyond the free time, 

Another proposition he laid down is that the increase 
in the capacity of cars during the last 30 years warrants 
the imposition of a greater demurrage charge, merely 
on the hypothesis that the car is being used as a ware- 
house. When the commissioners picked him up on that 
suggestion he said he had no figures showing the increase 
in the capacity of the standard car, but he thought that 
the largest car of that day did not exceed 20 tons, while 
10 and 15 tons were common. He could not say what 
changes there had been in minima. 


Argues Galveston Demurrage 





H. H. Haines, on October 18, made the opening argu- 
ment for the Galveston Commercial Association against 
the Atchison, Topeka & Santa Fe et al. as against present 
demurrage conditions at Galveston. Four questions were 
presented: (1) The right of the railroads to issue through 
export bills of lading to ports competitive to Galveston 
while refusing to issue them at Galveston; (2) the right 
to charge demurrage at Galveston on export business and 
refuse to charge at other competitive points; (3) the rea- 
sonableness of the demurrage charges that have been 
assessed, and (4) the quetsion of demurrage that has 
already been charged. 

Several causes led up to the conditions at Galveston 
causing congestion in 1906 and which led up to the pres- 
ent conditions, one being the very heavy crop of cotton 
in Texas that year and the strike of the railroad employes 
in Galveston, which brought about a condition of great 
inconvenience and led ultimately to the increase of 
terminal facilities. He states that counsel for carriers 
will not attempt to say that it is not a discrimination 
against Galveston to issue through bills. of lading to 
other ports and decline to issue them at Galveston. 


Any charge made at Galveston and not: made at Port 
Arthur, Texas City and New Orleans 


would and does 
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create an excessive charge over and above what would 
be charged at the other ports, especially as the terminal 
facilities at the other ports are equal to and in some 
instances better than those at Galveston. 

As to the reasonableness of the present rules, it is 
urged that in bringing freight to Galveston the owner 
of the freight is not permitted to unload himself. The 
carriers and the Galveston Wharf Co., either individually 
or together, say, “we will unload for you and at the place 
designated by you, at such times as best suits our con- 
venience.” It is not agreed on the part of the carrier 
that he will transport .that freight to Galveston within 
any stated time; there is no agreement that it will be 
delivered to the wharf company within any specified 
time; that is to say, the shipper is entirely dependent 
upon the will, pleasure or ability of the carriers to deliver 
to the ship for which it was intended. Particularly does 
this apply to cotton, on which 120 hours’ free time is 
allowed, but that does not mean six days of 24 hours, but 
on 6 days of 10 hours each, as no night work is permitted 
under the insurance policies. It is urged that a proper 
solution of the matter would be an average demurrage 
rule. It is also stated that the present storage capacity 
on the docks at Galveston is all occupied and enlargements 
can be made by adding stories to the present building. 

At the Friday afternoon argument, Judge Garwood, for 
the railroads, said that the six-day demurrage rule had 
succeeded in keeping the port free from congestion and 
there is no need of a 10-day rule. He called attention to 
the fact that two cotton shippers, handling only 10 per 
cent of the cotion passing through the port, had paid 80 
per cent of the demurrage, which amounted to $12,364. He 
denied the charge of discrimination, because the carriers 
involved have no control over the terminals and wharfs 
at the other ports mentioned. Inasmuch as the railroads 
have great investments at Galveston and none at the 
other places, they are not likely to knowingly discriminate 
against that city. x 

Commissioners Lane and Prouty wanted to know why 
an average demurrage rule would not work well for all 
the ports. He said he could only give theories on that 
subject, inasmuch as the question was not in the case. He 
said the free time privilege had been much abused at 
New Orleans, but that negotiations are now under way 
to remedy that situation. As to the Texas City inter- 
ests, he said the carriers are also negotiating to bring 
the interests of the rivals into a better situation. 

H. H. Haines replied in four minutes by saying that 
the demurrage on the two shippers accrued by reason of 
strikes, which also prevailed at Texas City, but the Texas 
City shippers did not lose while waiting for ships because 
the demurrage rules do not apply there. 


Orders of the Commission 


In the Matter of Destruction of Records of Steam Roads. 

The matter of the determination of the operating, 
accounting and financial papers, records, books, blanks, 
tickets, stubs and documents of carriers which may 





after a reasonable time be destroyed being under con- 
sideration: 

It is ordered, That the order in the matter of de- 
struction of records of steam roads entered on the 10th 
day of June, A. D, 1910, be, and it hereby is, amended 
so as to include the following item in the list of ac- 
counts, records and memoranda contained therein: 





THE TRAFFIC WORLD AND TRAFFIC BULLETIN 





Vol. X, No. 17 






List of Accounts, Records and Memoranda. 
Description of accounts, etc.—73. Stockholders’ prox. 
ies. Period to be retained—Two years. 
It is further ordered, That this order shall be effect- 
ive on Oct. 7, 1912. 


Classes and Commodities to Minneapolis. 


By order entered in I. & §S. Docket Nos, 130 and 
130-A, the Interstate Commerce Commission has further 
suspended from Oct. 29, 1912, until April 29, 1913, sched- 
ules contained in tariffs which advance class and com- 
modity rates from points in Trunk Line and C. F. A. 
territory to Minneapolis, Minn., and other points. These 
advances were originally suspended from July 1 until 
Oct. 29, 1912. 


Vegetables From Louisiana, 


By order entered in I. & S. Docket No. 131, the In- 
terstate Commerce Commission has further suspended 
from Oct. 29, 1912, until April 29, 1913, schedules con- 
tained in Leland’s I. C. C. No. 920, which advances rates 
for the transportation of cantaloupes, potatoes and other 
fruits and vegetables from Ruston, La., and other points 
to Chicago, Ill., and other points. These schedules were 
originally suspended from July 1 until October 29. 


Class Rates, Chicago to South Dakota. 


By order entered September 30, Investigation and 
Suspension Docket 133, the Interstate Commerce Com- 
mission has further suspended from Oct. 29, 1912, until 
April 29, 1913, certain schedules in the following tariffs, 
which advance class rates from Chicago, IIl., St. Louis, 
Mo., and other points to Watertown and other stations 
in South Dakota: 

Chicago, Milwaukee & St. Paul Railway.—Supplement 
No. 14 to C., M. & St. P. I. C. C. No. B-2188; Supplement 
No. 4 to C., M. & St. P. I. C. C. No. B-2289. 

Chicago & Northwestern Railway Co.—Supplement 
No. 15 to I. C. C. No. 7093; Supplement No. 17 to I. C. 
C, No. 7190. 

Chicago, Rock Island & Pacific Railway.—Supplement 
No. 18 to I. C. C. No. C-8864. 

The Minneapolis & St. Louis Railroad Co.—Supple 
ment No. 5 to I. C. C. No. A-349. 

These schedules were originally 
July 1 until October 29. 


suspended from 


Argue New Orleans Case 


Arguments were made on October 17 and 18, in the 
Supreme Court, in the New Orleans Board of Trade case 
That is the one in which Judge Archbald of the Com- 
merce Court wrote to Bruce Helm, attorney for the 
L. & N., asking him as to whether a certain witness did 
not mean so and so when he testified, after the case 
was submitted. The letter was used by the committee 
that wrote the articles of impeachment voted by the 
House of Representatives. 

No reference was made during the argument to that 
episode, but the justices of the Supreme Court seemed 
to take more than an ordinary amount of interest in 
the argument which was made by assistant to the Attor- 
ney-General Fowler, Mr. Helm and Solicitor Farrell. The 
first mentioned devoted a great deal of time to the law 
questions arising from the fact that the burden of proof 
was shifted after the complaint was made against the 
increase of rates from New Orleans to Mobile and Pensa- 
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cola, so as to bring the sum of the intermediates up to 
the through rates to Montgomery, Selma and Prattsville. 
In his answer to what Mr. Fowler had said, Mr. Helm 
insisted that the burden was on the complainants to 
show the unreasonableness. 

Chief Justice White asked a long question, the object 
of which was to get Mr. Helm’s opinion as to whether 
he deems it a part of the duty of the Commission to 
set down the facts within its own knowledge, of which 
jt avails itself in coming to a decision as to whether a 
rate is reasonable or otherwise. Mr. Helm thought the 
railroad was entitled to know what fact or allegation of 
fact was to be used against it, so that it might explain 
or show that the supposed fact is not a fact at all. 

A considerable colloquy occurred between him and 
Associate Justice Hughes over what Mr. Helm insistea 
was a misstatement of fact in the report of the Commis- 
sion, namely, that the rates to Mobile are higher than 
to Greenville and some other ‘points mentioned in the 
report. 

“Are we not to take it that the Commission, in mak- 
ing that assertion, means,” said Mr. Hughes, ‘that in 
view of all the circumstances and conditions, the Com- 
mission has come to the judgment that the rates to Mo- 
bile, while lower as to merely the figures, are really 
higher than those to the points mentioned? . In other 
words, is not that the judgment of the Commission, with 
which we have nothing to do? Are we not to infer that 
the Commission has passed judgment on those rates?” 

Mr. Helm said that on the record all he could infer 


from the assertion is that the Commission had made an 
error. 


Amends Explosive Rule 





The Interstate Commerce Commission, in conference, 
has decided to amend its rules with regard to the trans- 
portation of high explosives by freight by striking out 
from paragraph 1573 the words “on top,” so that when 
smokeless powder is transported the words “Smokeless 
Powder for Cannon” must be plainly placed on the pack- 
ages, without regard to any particular part of the pack- 
age. That change was made at the suggestion of the 
Ordnance Bureau of the Navy Department, 

Another change voted is to the rule for the trans- 
portation of high explosives by express. As paragraph 
No. 6 now reads, such transportation is limited to sam- 
ples en route to chemical laboratories. The word “chem- 


ical” is stricken out so as to make the rule read “to 
laboratories.” 


DISMISSES CASE. 


In the matter of the investigation and suspension of 
class and commodity rates from Cincinnati, O., I. & S. 
Docket No. 73, and other points to points located on 
Carolina, Clinchfield & Ohio Railway, in which case, on 
Jan. 17, 1912, the Commission entered upon a hearing 
concerning the propriety of rates and charges, rules and 
regulations. contained in Norfolk & Western supplement 
to I. C. C. No. 3800; and it appearing that, pending hear- 
ing and decision of the Commission, schedules contained 
in said tariff were suspended until May 24, 1912, and 
by order of April 24, 1912, further suspended until Nov. 
24, 1912, it is now ordered, that investigation be set aside 
and dismissed. 
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CLASSIFICATION LIFTS RATES 


So Say the Representatives of State Commis- 
sions in Brief Filed in Opposition to 
Western Classification 51 








The following are the conclusions of the brief filed 
in the Western Classification matter by the representa- 
tives of state commissions: 

A tribunal with the extensive jurisdiction possessed 
by this Commission is overwhelmed with innumerable 
problems of all kinds and character. 

The railway companies of the United States come to 
you with their first step toward a uniform classification, 
containing a list of more than two thousand advances 
and reductions. Many are urging the need for a uniform 
classification. The simple result of this situation is the 
temptation to say that, if the railway companies have in 
good faith undertaken this task on a fair basis, generally 
speaking, we will permit the classification to go into 
effect, with a few modifications here and there, and leave 
it subject to future complaint as occasion may justify. 

On the other hand, the railway companies, with the 
exercise of reasonably good foresight, could easily an- 
ticipate that very situation and take advantage of it to 
force upon the country a large increase in freight rates. 
How could they do it? By simply making hundreds of 
large advances where they would be passed on to the 
consumer, or the retailer, so far as possible, and several 
hundred reductions, only a relatively small portion of 
which would affect actual traffic movement. With this 
as the basic or fundamental method of action, a new classi- 
fication could readily be framed up which would go 
through with litthe trouble and yet would mean increased 
revenues to the companies amounting to many millions 
of dollars annually. 

In making over two thousand changes in weights, 
ratings, carload mixtures, descriptions of articles, etc., 
there is furnished a tremendous opportunity to an in- 
terested party for securing advances or reductions. 

The railway companies and their representatives are 
interested in securing more revenue. That member of 
a committee, or that traffic official, who is able to in- 
crease the earnings of his company, justly merits the 
approbation of his employers. That is one of the most 
important ways in which he earns his salary and secures 
his promotion from time to time. There is nothing dis- 
honest about this. It is a plain business proposition and 
must necessarily bias the judgment of any employe of a 
railroad company. 

On the other hand, the shippers, producers and con: 
sumers are equally biased in the other direction. 

By these statements we do not mean to convey the 
idea that there is no limit to these motives. It is unques- 
tionably true that the vast majority of the railroad 
people desire to see business prosper, and the vast ma- 
jority of the shippers desire to see the railroads prosper. 
This is a position taken by all sane, well-balanced men 
engaged in any undertaking. But that does not nullify 
the fundaniental trait in all humanity to get what it can. 
The railway companies are not in the railway business 
from any philanthropic motive. They are in it to make 


money, and they are making money through the rates 
they charge. 
This basic truth in humanity cannot be ignored. 
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John Smith may-be an honest man, but if you have a 
caSe against John Smith you do not want Mr. Smith on 
the jury. 

The making of a uniform classification for the United 
States must not be performed by the shippers. Neither 
the railroads nor the shippers are competent to undertake 
this colossal task. The railroads have proved their in- 
competency by Western Classification No. 51. The 
shippers do not need to prove their lack of fitness, the 
railroads will concede it. 

We have proved the advances in Western Classfica- 
tion No. 51 outnumber the reductions two to one. We 
have proved that this purported effort toward uniformity 
is characterized by a marked tendency to adopt the 
highest ratings, weights, rules, etc., as the standard for 
all, 

It may be important that we shall have a uniform 
classification. Most of the state commissions favor it; 
there are others that oppose it. However, we are ail 

united on this proposition, without one dissentinrg yoice: 
“That the effort of the Western Classification Com- 
mittee, as evidenced by the record in this case. to raise 
the existing level of rates, weights, rules and regulations 
in the western part of the United States, under tke cloak 
of uniformity, should not be permitted to succeeed.” 

It would be well for those who have chosen us to 
represent them to know the difficulties under which we 
labor in a proceeding of this character. The attitude of 
the carriers in this investigation is subject to severe 
criticism. Incidents that have occurred are wholly un- 
worthy the spirt of modern regulatory methods. Oppos- 
ing bitterly, and trying in many different ways to pre- 
vent any review of their own work, publishing misrepre- 
sentations relative to the work of state commissions, 
refusing to furnish necessary information tv the dnly 
elected and qualified officials of state governments, and 
denying access of said state officials to the records of 
the said railway companies, have all tended to prevent 
a proper and intelligent presentation of the rights of 
the public in this proceeding. Fortunately, such meth- 
ods of procedure have rarely been encountered in the 
past experience of the said state commissions. 

We think the record shows yery clearly ihat during 
the past the write-up of articles for descriptions and 
ratings in Western Classification, as is demonstrated by 
the testimony of expert witnesses in numerous instances, 
was done by the members of the Westcrn Classification 
Committee in a manner showing clearly the lack of 
consideration and proper requisites, such as careful 
thought, thorough investigation, intelligent analysis und 
mature deliberation; and the failure to conform to these 
vital and basic principles has caused the establishment 
of ratings and rules and regulations in cowrection chere- 
with that do not provide for the needs, necessities and 
requirements of the general shipping public in a reason- 
able manner. 

The record shows that the committee in charge of 
and responsible for the write-up of the present existing 
and previous issues of Western Clas:ification was com- 
posed of freight traffic officials selected from a few of the 
larger and more important lines of railroad, operating into 
and through the states lying west of the Mississippi 
River, and that said officials meet only twice during each 
year for the consideration of freight ciassificetion ratings; 
and these officials have had duties to perform covering 
a wide range of very important matiers, in addition to 
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that pertaining to classification of freight, and the 
officials, in the majority of cases, have not had experi- 
ence nor do they possess sufficient knowledge that would 
qualify them to pass as experts on all the articles coy- 
ered by a freight classification in a proper manner, con- 
sidering the basic facts requisite in providing for a legal, 
practical, just and reasonable description and rating of 
an article in a freight classification. 

These officials in many instances have providd for 
descriptions and ratings of an article in Western Classi- 
fication, seemingly without giving any particular thought, 
investigation, analysis or deliberation to the subject mat- 
ter; their action, based on superficial knowledge or 
frequently on statements furnished by interests repre- 
senting one class of shippers with a selfish motive or 
with an ulterior object, not taking into consideration 
the needs or the desires of the shipping public in gen- 
eral. And these officials, constituting the Western Classi- 
fication Committee, have final decision in matters, prac- 
tically without appeal, although the roads themselves 
are interested parties. 

In view of these facts and premises, it is only rea- 
sonable to presume that~in numerous instances the per- 
sonal equation, selfish interest, superficia) thought, hasty 
action, lack of mature deliberation, either one or all of 
them, have been responsible for improper and unreason- 
able ratings and rules or regulations as pertaining to the 
same; and the record in this case demonstrated that 
this presumption is well founded. 

We have presented to the Commission the evidence 
of scores of shippers on concrete subjects, a careful 
Summary of the advances and reductions in carload and 
less-than-carload rates, the advances and reductions in 
carload minimum weights, and the eliminations and addi- 
tions of mixtures. We have also attempted to give a 
survey of the general features of this new proposed 
classification. In view of these facts, we feel that we 
are justified in asking the Commission to forbid the 
establishment of many of the changes, embracing ad- 
vances in rates on several hundred articles which have 
not~been justified, nor even heard, by this Commission. 
Some method must be devised which will cause a thor- 
oughly impartial investigation of the justice of proposed 
advances, wherein the retailers’ and consumers’ -inter- 
ests are considered, or else we will witness constant, 
uniform, widespread increases in rates, whether justified 
or not, which will be paid by the retailers and consumers 
of the United States. 

The great bulk of all the advances proposed in 
Western Classification No. 51 will ultimately fall upon 
the retailer or his customer, and yet during these entire 
proceedings, outside of the testimony relative to Rule 10, 
there has not been one witness who took the stand on 
behalf of any retailer or retailers’ organization, or on 
behalf of any consumer or consumers’ organization, and 
not one argument has been offered on their behalf ex- 
cept as it has come from the state commissions. 

At the beginning of these proceedings we protested 
against all of these advances; we demanded justification 
for the same; we were prepared then, and are prepare! 
now, to undertake to meet those justifications when they 


are presented in a proper manner and at the proper 


time. 

The state commissions joining in this brief respeci- 
fully make the following recommendations to the Inter 
state Commerce Commission; 
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First, we unite in a request for a continuance of 
the carload mixtures as provided in Western Classifica- 
tion No. 50, which have been eliminated by Western 
Classification No. 51. 

Second, we unite in our recommendations as to the 
rules which shall be substituted for those contained in 
Western Classification No. 51. 

Third, we unite in opposing all advances in ratings, 
and minimum weights until they have been justified by 
the carriers, giving reasonable opportunity and time 
thereafter to consult interested shippers, iuatroduce re- 
buttal testimony, and offer argument in regard to the 
same. 

Those subjects which have been heard before the 
Commission are entitled to some ruling. As to those 
subjects which you have not heard, we beg of you to 
realize the necessity for an investigation by your body, 
or by some employes of the Commission, or some other 
disinterested tribunal, before they should ever become 
effective. And in conclusion we submit this proposition: 
That if the United States is ever to have a uniform 
classification, the carriers themselves have demonstrated 
their incompetency to perform the task of making the 
same. It is an undertaking which must be attempted 
and completed by the government itself. 

The brief is signed by representatives of the state 
commissions of Arkansas, Colorado, Illinois, Iowa, Louisi- 
ana, Minnesota, Missouri, Nebraska, Nevada, North Da- 
kota, Oklahoma and Oregon. 


Cancels Baggage Restrictions 





By order, entered Sept. 30, 1912, Investigation and 
Suspension Docket No. 122, the Interstate Commerce Com- 
mission has further suspended from Oct. 29, 1912, until 
April 29, 1913, tariffs published by substantially all rail 
earriers in the United States which restrict the dimen- 
sions of trunks and other articles which will be handled 
as baggage. 

These tariffs were originally suspended from July 1 
until Oct. 28, 1912. They provide that for any piece of 
baggage, except immigrant baggage checked at port of 
landing, the greatest dimension of which exceeds 45 inches 
there will be an additional charge for each additional 
inch equal to 10 pounds of excess weight and that no 
piece of baggage the greatest dimensions of which exceed 
70 inches, except immigrant baggage checked at port of 
landing, will be transported in baggage cars. 


Attack Fire-Brick Rates 


On October 21 argument was heard by the full Com- 
mission in the case of The Evens-Howard Fire Brick 
Co. vs. The St. Louis & San Francisco Railroad Co. 
et al. and the case of the La Clede-Christy Clay Prod- 
ucts Co. vs. same, the defendants being all the carriers 
doing business from St. Louis to Texas common points 
and to the Rio Grande border. The Evens-Howard com- 
pany was represented at the argument by Mr. Arthur B. 
Hayes, the La Clede-Christy Co. by Mr. Belt of St. Louis, 
and the defendants by Henry G. Herbel and F. H. 
Wood of St. Louis. 

The two cases embracing the same issues were heard 
together, ‘and the argument was taken up at the same 
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time. The two cases atiack the rate of 27 cents per 
hundred weight on fire brick from St. Louis to Texas 
common points and of 32 cents per hundred weight from 
St. Louis to the Rio Grande border, the ground of the 
complaint being that the fire-brick rates are umnreason- 
able in and of themselves, and also unreasonable and 
discriminatory when compared with the rates on pressed 
or face building brick from St. Louis to the same terri- 
tory, the latter rate being 20 cents per hundred weight. 

The argument of complainants was based on the 
testimony showing the unreasonable character of the 
rates and also upon the fact that the St. Louis building 
brick, being made out of fire clay, entered into competi- 
tion with the fire brick in Texas, and also that there 
was local competition from fire brick manufactured in 
that state. The railroads defended on the ground of the 
necessity for revenue, and also on the ground that the 
27-cent rate was reasonable. 


Is Fourth Section Constitutional? 





The questions as to the constitutionality of the 
amended fourth section and the validity of the orders 
of the Commission issued thereunder are being threshed 
out in the federal Supreme Court, arguments being under 
way by Attorney-General Wickersham and the most illus- 
trious counsel of the transcontinental railroads that are 
trying to have the fourth section order issued in the 
so-called intermountain cases set aside, either on the 
ground that the amended fourth section is unconstitutional 
or that the Commission did not follow the new law in 
denying the relief demanded from its provisions by the 
carriers, except upon condition that they blanket their 
rates from the Missouri River to the Pacific coast, that 
those from Chicago to intermediate points do not exceed 
the California terniinal rates by more than 7% per cent, 
that the excess from Pittsburgh is not more than 15 
per cent and that from New York it be not more than 
25 per cent. 

The New Orleans Board of Trade case took up the 
first hour after the convening of the court at noon, so 
the intermountain case did not come up until just before 
the luncheon recess was taken. 

In view of the fact that the questions mentioned are 
being argued, the filing of the suit by the Southern Pacific, 
which was erroneously reported as being directed merely 
to lumber rates between San Francisco and Portland, 
instead of the whole body of rates, has been a source of 
wonder. That suit raises the questions of constitutionality 
and validity, which the Commerce Court passed upon 
the cases now before the Supreme Court, its decision 
being that the section is constitutional, but that the Com- 
mission did not confine itself to the scope of the law in 
making the fourth section decision. 


COURT POSTPONES ARGUMENTS. 


Owing to its desire to hear further argument in the 
Lehigh Valley-Meeker case, the Commerce Court on Octo- 
ber 24 postponed arguments in the pipe-line cases from 
day to day until October 29. The Commission at the 
same time postponed the effective date of its order i*- 
quiring the pipe-line companies to file tariffs from No- 
vember 1 to December 1, this being the second post- 
ponement. The original order required the tariffs to he 
filed September 1. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this gepartment we shall answer simple questions relating 
to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service 
Colorado Building, Washington, D. C. 


Bureau, 


Measure of Damages in Overcharge Claims. 


Michigan.—Are we entitled to the refund of charges 
that we are compelled to pay in securing affidavits re- 
quested by the railroad before they will pay a claim, or 
is it illegal to include this amount in claims?” 

Assuming that the claim in question is one that arises 
through that provision of the act which contemplates the 
making of pecuniary reparation in cases where shippers 
have sustained damages through the violation of the act, 
that is, an overcharge claim, it may be stated that the 
general rule for measuring damages on account of charg- 
ing more than the schedule rate is the difference between 
that rate and the rate actually exacted. Applying the 
principle established in -Rules 327 and 357, Conference 
Rulings Bulletin 5, it would seem to follow that any ex- 
pense you incurred in securing affidavits required by the 
carriers in proof of overcharge claims, is not a proper 
item to be included therein. 

* * +” 
Right of Carrier to Be Correctly Informed Concerning 
Value of Goods Shipped. 


iliinois.—“‘In making shipments of rugs in Western 
Classification territory, it was the»intention to declare 
shipment released under a valuation of $50, as provided 
for in classification, but, through an error on ‘the part of 
one of our clerks, failed to note on the bill of lading as 
provided in the classification to be released at valuation 
of $50 each and so receipted for. As the result of this 
omission higher charges accrued. Should not the carriers 
render payment ‘of the difference in rate charged upon 
proof of value?” 

The purpose in fixing a valuation upon any given ship- 
ment is to allow the carrier to fix the amount of its charges 
for transporting the same, and for ascertaining the amount 
of the responsibility which it assumes, and the degree of 
care and attention which it will be required to exercise in 
respect to the shipment. There being no limitation of 
liability fixed in the original contract of shipment of the 
rugs described, the carrier would have been liable in the 
full value of the same, if lost or destroyed, and as a con- 
sequence is entitled to assess and collect its published 
rate based on such liability. 

* * . 


Time Within Which to Collect Undercharges. 


Virginia—“We have just been presented with quite 
a number of bills, ranging from nine cents up, by a trans- 
portation company for undercharges, on shipments which 
we have made as far back as from 12 to 18 months ago. 
Practically all of the accounts to which these shipments 
‘were cdénsigned have been closed. Some of them have 


failed. We hold that the transportation company should 
have advised us of these undercharges certainly in 60 
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days, when we would have been very glad to have paid, 
We would be very glad to have you tell us if this matter 
has been passed upon by any court; if so, quote the ruling 
and advise us when.” 

While the Commission has on several occasions se. 
verely scored the carriers for failing to collect under. 
charges within a reasonable time from the shippers, yet 
it requires the carriers to exhaust their legal remedies 
in the collection of such undercharges. The legal remedy 
of a carrier is the one provided for by the laws of the 
particular state in which the carrier attempts to enforce 
payment. If the claims are such for which you were at 
any time liable, and they are now being forced for pay- 
ment against you in your state, then they are governed 
entirely by the statute of limitations in Virginia concern. 
ing the time within which an action for debt might be 
brought. 


* * + 


Measure of Damages in Lost Shipments. 


Pennsyivania.—‘A shipment was lost in transit and 
the consignee is desirous of knowing whether or not he 
can place a claim for more than the shipment is worth. 
The goods were purchased at 20 per cent less than the 
goods can now be replaced for, owing to the change in 
the value, and he feels that the railroad should entertain 
a claim for the replacing of what they lost. Will you 
please advise if the consignee can force the carrier for 
the amount which he must pay to replace the goods or for 
the actual cost of the shipment lost?” 

If the shipment moved under the Uniform Bill of Lad- 
ing, then, in accordance with section 3 thereof, the amount 
of loss for which the carrier is liable is to be computed 
on the basis of the value of the goods at the place and 
time of shipment, which would be the invoice price, at 
the point of origin of the shipment. 

If, however, the shipment did not move under the 
Uniform Bill of Lading, and there was no express co2- 
tract to the contrary, then the measure of damages for 
the loss of the goods is their value at place of delivery, 
with interest, after deducting amount due for transporta- 
tion; that is, you can recover on the basis of the market 
value of the goods at destination point. 

co * * 


Commission Without Jurisdiction to Determine Title to 
Property Transported. 


Chicago.—“Your answer to ‘Washington’ in issue of 
September 21. Will you kindly quote authority on which 
you base your opinion? While it is generally understood 
that the title to property vests in the consignee imme 
diately upon its acceptance by initial carrier for trans- 
portation, we cannot recall any ruling of the Interstate 
Commerce Commission on this question.” 

The Interstate Commerce Commission is not vested 
with judicial power. Its functions are restricted to the 
performance of its duties, which more particularly are tc 
administer the Act to regulate commerce and acts sup 
plementary thereto, and not to enforce conditions found 
in federal or other charters. There is nothing in the act 
to give it jurisdiction over such a case as was cited by 
“Washington” in the article above referred to, and the 
remedy for such cases must be found in the courts. In 
Rule 314, Conference Rulings, Bulletin 5, the Commission 
even declined to state which party, consignor or cot 
signee, is legally liable for an undercharge, on the ground 
that such a question can be determined only by a court 
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having jurisdiction. The courts have invariably held that 
in “straight” consignments the title to the property vesis 
in the consignee, immediately upon its acceptance by the 
initial carrier for transportation. 
* So * 
Water Carriers, When Subject to Jurisdiction of 
Commission. 


Chicago.—“We have been advised that the Intestate 
Commerce Commission now claims that all interstate trans- 
portation, where the property moves directly from a rail 
to a water carrier, or vice versa, is subject to its juris- 
diction if the second carrier collects all charges at des- 
tination and then pays to the first carrier its freight 
charges so collected. So also if the first carrier has issued 
to shipper a through bill of lading for property so trans- 
ported. Can you refer us to the I. C. C. ruling in regard 
to this question?” 

Perhaps the desired ruling will be found in Opinion 
No. 1933, covering the case of the Flour City Steamship 
Co. et al. vs. Lehigh Valley R. R. Co. et al., 24 I. C. C., 179, 
in which the Commission held, in part, “that the publica- 
tion of proportional rates by the western carriers and by 
the Flour City line covering the through movement from 
Minneapolis to Buffalo when for beyond, the actual move- 
ment of traffic upon through bills. of lading from Minne- 
apolis at least to Buffalo, and the prepayment of freight 
charges, in some instances, through to New York, and in 
others to Buffalo, necessitating an accounting between 
carriers, is evidence of the common arrangement for a con- 
tinuous carriage or shipment contemplated by section 1 
of the act.” 


Argue Box Shook Rates 


Arguments were made on October 19 in the complaint 
of the Multnomah Lumber & Box Co. et al. against the 
Southern Pacific. J. N. Teal appeared for the complain- 
ants and James G. Wilson for the respondent. The com- 
plainants charge unreasonable rate on box shooks from 
Portland to southern California, also discrimination in 
favor of box shook manufacturers in southern Oregon and 
northern California. The defense of the railroad company 
is that the water competition controls the rate from Port- 
land to Los Angeles and the competition of the pine shook 
producers of eastern California and western Nevada con- 


trols the rates from southern Oregon and northern Cali- 
fornia. 





Mr. Teal, in the course of his argument, called atten- 
tion to the fact that the return per ton per mile of the 
rate from Portland to Marysville is 9.5 mills; to Stockton, 
8.3; to Fresno, 9.1, and to Los Angeles, 9.4; in other 
words, that the rate to Stockton and Fresno, interior 
points, yields Jess than the rate to Los Angeles, which is 
supposed to be controlled absolutely by the water com- 
petition. 

“You want the box shook rate made the same as the 
lumber rate?” asked Chairman Prouty. 

“T want a box shook rate established,” said Mr. Teal, 
“without regard to the lumber rate. The lumber rate is 
not in itself just and reasonable, but, because the lumber 
shippers are not attacking that is no reason why it should 
be made the measure of the shook rate. These rates are 
inexplicable on any theory other than that the spruce 
shooks do not need the California market.” 

Mr. Teal then went on to say that the per ton rate 
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Fresno was $7.70; to Bakersfield, $9.45, and to Los Angeles, 
$10.50, while the rate to Independence, Mo., a much longer 
distance, is exactly the same as to Los Angeles; Omaha 
is 50 cents per 100, to Denver and Leadville 40 cents and 
Salt Lake only 37% cents. “If these rates were com- 
pelled by a water competition, I wonder what they would 
have been if the Pacific Ocean hadn’t been there.” 

As to the Astoria-Portland rate, he said that the Com- 
mission certainly had no power, but that the box shook 
manufacturers were entitled-to a joint through rate from 
Astoria to the market. 


As to rates by water, he says the regular liners quote 
lower prices on box shooks than on lumber, probably 
because box shooks are not shipped in cargo lots, there 
being no demand at coast points. Their use is in the in- 
terior in carload lots. But even on the so-called steam 
schooners, the rate is lower than on green lumber. He 
said that box shooks probably do not move by water be- 
cause of the probably prohibitive rates from the ports to 
the points of consumption. The rate from San Pedro to 
San Bernardino is 15 cents for a distance which, under 
the Oregon mileage scale, would make a rate of 9 cents. 
He characterized the talk about the 52%4-cent rate for the 
1,100-mile haul to Los Angeles being water competitive as 
foolish when compared with the 40-cent rate for the 1,390- 
mile haul to Denver. He said that the scheme of rate- 
making on box lumber and shooks is most peculiar, be- 
cause the spread increases by distance instead of lessening. 
In conclusion, he said that he had no doubt that the box 
shook manufacturers were entitled to a through rate from 
Astoria and a just and reasonable rate to southern cal- 
ifornia. 

Mr. Wilson, in defending the Southern Pacific, said 
the Portland box shook rate is made with relation to the 
water competition. The rates from northern California 
are made with regard to competition from Nevada and 
other producing points. He thought the attitude of the 
complainants is expressed in Mr. Teal’s question, “Why 
don’t you let Portland in on that competition?” 


“Then your attitude is that the rates from southern 
Oregon and northern California are less than reasonable 
because of the competition from Truckee and other Ne- 
vada producing points?” asked Mr. Lane, and Mr. Wilson 
said “Yes.” Then he went on to read from the record in 
this and an Oregon case to show that all the Portland 
complainants are really claiming is that they are dis- 
criminated against in favor of their Nevada competitors. 
He said that at the hearing the complainants abandoned 
the contention that the rates are unreasonable per se. 


Mr. Wilson got into an uncomfortable position while 
he was quoting $9 per ton rates from St. Paul and other 
points to Horton, when Commissioners Lane and Clark 
asked him of what use could be such a rate to anyone 
when the rate from the Pacific coast group is only $7. 
He undertook to counter on them by showing that on 
an uphill haul to Denver of 488 miles the Commission- 
made rates allowed an addition of only 2% cents, while 
on a 400-mile downhill additional haul the Commission 
allowed 10-cent increase. Mr. Lane suggested that that 


lumpy condition resulted from the action of the carriers 
in putting in rates from California producing points to 
meet rates made by the Commission from Oregon points. 

Mr. Wilson said the regular line steamers make the 
lumber rate higher than the shooks because they don’t 
They won’t take shooks in cargo quantities 


want lumber. 
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because such a cargo would be topheavy. 
shooks to fill out, hence the lower. rate. 

He said that, inasmuch as 65 per cent of the pine 
in northeastern California and western Nevada has to be 
cut up into shooks, the railroads made the rates from 
southern Oregon and northern California with relation to 
the nearer producing California and Nevada points . 

In conclusion, Mr. Wilson said that the railroad un- 
doubtedly has a right to let the pine shook makers 
of southern Oregon and northern California into 
the Los Angeles market in competition with nearby pro- 
ducers without being liable to a charge of unreasonable 
rates and discriminations, because it makes a different 
rate from a different district where conditions are different. 


They want 


Reargue Fourth Section Cases 





Four hours on each side, double the usual allowance, 
was allotted by the Supreme Court for the reargument of 
the Spokane, Reno, Phoenix and fourth section cases, be- 
gun in the Supreme Court on October 18. Inasmuch as 
the court does not sit on Saturday, the arguments were 
due to be completed late Monday afternoon. 


Mr. Fowler, assistant to the attorney-general, made 
the opening statement for the government along the lines 
that have often been set forth during the pendency of the 
matter before the Commission and in the Commerce court. 
Charles Donnelly was first of the railroad counsel to speak, 
and he was before the court when it recessed on Friday 
evening. 

An interesting exchange of questions and answers 
took place between the chief justice and the attorney for 
the Northern Pacific. Mr. Donnelly, discussing the legis- 
lative work that might throw light on the purpose of Con- 
gress in passing the amended fourth section, said that 
it first wrote a positive prohibition of the practice of 
charging more for the short than the long Laul. It stopped 
then to think, and came to the conclusion that such com- 
mercial chaos would not do. So it wrote in the proviso 
directing the Commission to grant _ relief. 

The chief justice wanted to know if the chaos did 
not exist by reason of the fact that the carriers were free 
to make varying rates based on the theory that water 
competition controlled the rate at the more distant point 
and that Congress, to do away with the complaints arising 
from different communities, enacted the amended fourth 
section, so that the Commission, and not the railroads, 
should decide as to when the water competition, and to 


what extent, warranted departure from the rigid long and © 


short haul rule to be found just ahead of the proviso. In 
other words,-was not Mr. Donnelly placing the chaos cart 
in front of the horse? 

Associate Justices Hughes and Day wanted to know, 
too, if there is not some point where the influence of the 
Atlantic ceases to be felt. They did not get the idea in 
the Behlmer case in the way it showed itself to Mr. Don- 
nelly, who, several times, went over the ground to show 
that, according to his view of the law, the Northern Pacific 
is entitled to carry a given commodity from St. Paul to 
the Pacific coast at a rate, not unreasonable per se to 
intermediate points, that will enable the St. Paul producer 
to compete with the producer who ships from New York 
or any other point where it is admitted that water com- 
petition has not, as the justices expressed it, “run out.” 
He maintained, in an exchange with the chief justice, that 
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the law allows the Northern Pacific to engage in carry- 
ing products from the interior that come into competition 
with products that can be carried by water, so long as 
it makes a reasonable rate to the intermediate point. 
Time and again he denied that he was asking the court 
to pass on the question of fact as to whether the influence 
of water competition is felt between the Missouri and 
the Pacific Ocean. He said the Commission itself found 
that there is some influence. All he asked was that the 
eourt find, as a matter of law, that a carrier is entitled 
to compete, so-long as its intermediate rates are not un. 
reasonable. 

Mr. Donnelly suggested that, inasmuch as the general 
rule laid down in the fourth section decision makes rates 
to Spokane, Reno and Phoenix that are lower than what 
the Commission itself found would be reasonable rates 
to those points, it can hardly be maintained that the 
Commission, in applying the amended fourth section it- 
self, accepted the standard it read into the section when 
it construed the first and third sections as affording the 
measure of how it should apply the amended fourth section. 


Suspends Break-Bulk Tariffs 


By order entered October 15, Investigation and Sus- 
pension Docket No. 174, the Interstate Commerce Com- 
mission has suspended from Oct. 22, 1912, until Feb. 19, 
1913, supplement 12 to Pere Marquette Railroad Tariff 
I. C..C. 2594. 

The Pere Marquette Railroad now maintains two sets 
of rates for the transportation of grain and grain products 
from Milwaukee, Manitowoc and Kewannee, Wis., to points 
in so-called Trunk Line territory, including Boston, Mass., 
New York, N. Y., Philadelphia, Pa., Baltimore, Md., and 
other points, one set of rates applying via car ferry, the 
other to grain shipped in vessels in bulk from Milwaukee, 
Manitowoc and Kewaunee to Ludington, Mich., and there 
reloaded into cars, the latter traffic being designated as 
break-bulk traffic. The rates on the break-bulk traffie have 
been uniformly 1 cent per 100 pounds less than the rates 
on car-ferry traffic. The supplement which has been sus- 
pended eliminates the so-called break-bulk rates and would 
make applicable on the break-bulk traffic the same rates 
that apply on car-ferry traffic, thereby resulting in an 
advance of 1 cent per 100 pounds to all Trunk Line ter- 
ritory on the break-bulk traffic. 





Western Classification Off 





Western Classification No. 51 has been put into the 
limbo of things that were, so far as the committee and 
the complaining shippers are concerned, the arguments 
having been completed October 17 in a final bout between 
Clifford Thorne and Chairman Fyfe, in which Mr. Fyfe, 
so far as the facts brought out to illustrate points made 
in the discussion, seemed to have the better. He was 
able, on the spur of the moment, to bring forward cot- 
crete instances to show that the committee, notwith- 
standing Mr. Thorne’s assertion to the contrary, had not 
given carload ratings on articles of commerce that do 
not move in carloads. 

Mr. Fyfe concluded his argument in chief soon after 
the resumption of the session after the noon recess. 
When Mr. Thorne had finished his argument Mr. Fyfe 
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made a brief reply argument, and then the matter was 
submitted for decision. 

A prominent feature of Mr. Thorne’s argument was 
that the committee, under the pretense of bringing about 
iniformity, had increased the rates on articles that, even 
before the revision, were higher than in Southern and 
Official classifications. He wanted to be understood as 
charging that the effect, if not the intention, was to force 
up the rates on those articles when Official and Southern 
classifications were also. changed, for and in the name 
of uniformity. He ridiculed the so-called increase in the 
carload ratings, saying that provision had been made for 
such rates on articles that seldom, if ever, move in car- 
load quantities, all with a view to giving the work of the 
committee the appearance of liberality. Elimination from 
carloads was on articles that might be expected to move 
in carloads. 

By way of answer, Mr, Fyfe said that the eliminations 
are of articles that experience had shown will not move 
in earloads; that, therefore, the estimates based on them 
are misleading, and should have been known by the op 
ponents of the work of the committee to be of no help 
to the Commission, but rather a hindrance. 


Suspends Tariffs 


By order entered in I. & S. Docket No, 125, the Inter- 
state Commerce Commission has further suspended from 
Oct. 29, 1912, until April 29, 1913, the following tariffs: 

Clyde Steamship Co., supplement 6 to I. C. C. No. 92; 
Ocean Steamship Co. of Say., supplement 6 to I, C. C., 
No. 315; John A. Ryan, agent, supplement 13 to I. C. C. 
Nos. 22 and 23. 

These tariffs were originally suspended from July 1 
until Oct. 29, 1912. They contain advances in rates for 
the transportation of boots and shoes from Boston, Mass., 
and other points to Atlanta, Ga. 

By order entered in I. & 8S. Docket No. 129, the Inter- 
state Commerce Commission has further suspended from 
Oct. 29, 1912, until April 29, 1913, certain schedules con- 
tained in supplements Nos. 20 and 21 to GC. M. & St. P. 
I, C. C. No. B-2046, which were originally suspended from 
July 1 untif Oct. 29, 1912. 

These suspended schedules contain advances in rates 
on the transportation of lard betwen Rapid City, S. D., 
on the transportation of lard between Rapid City, S. D., 


MODIFIES PREVIOUS ORDER. 

Upon consideration of the record in No. 2900. South- 
western Shippers’ Traffic Assn. vs. A., T. & S. FP. Ry. 
Co, et al. it is ordered that the order entered by the 
Commission in said case on June 6, 1912, and by its 
terms made effective Sept. 1, 1912, and afterwards so 
modified as to become effective Nov. 1, 1912, be, and 
the same is hereby, so further modified as to become 
effective Jan. 1, 1913. 


Further Suspensions 





The Commission has further suspended, from Oc- 
tober 26 to February 22, certain items in Supplements 
11 and 12 in Leland’s I. ©, C. No. 906 which carry ad- 
vances on knitting factory preducts, any quantity, from 
Chicago and other points to Fort Smith and other points. 
The first suspension was from June 29 to October 26. 
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Further suspensions have also been made as to Sup 
plement No. 1 to Duluth, South Shore & Atlantic I. C. C. 
No, 2404 from October 29 to April 29,and C., B. & Q. Sup- 
plement No. 5 to its I. C. C. No. 10465, and Hosmer’s I. C. 
C. Nos. A244, 282, 302, 304 and 313, which relate to lin- 
seed oil from St. Paul and other points to Chicago, Kan- 
sas City and other points, 


e ~ 
William Borner, Banker 

William Borner hag joined the banking department 
of the Harris Trust & Savings Bank of Chicago. Traffic 
men are familiar with his record of service with the 
Pennsylvania Railroad since 1857, and in the position of 
general western division freight agent and assistant to 
freight traffic manager at Chicago for twenty-nine years. 
Although he retired from railroad service this year, an 
event celebrated by his election to honorary member- 
ship in the Traffic Club of Chicago, Mr. Borner is too 
active a man to be content to rest upon the honors 
earned in this long and successful business career, 

Another view of the matter taken by his friends is 
that his service with the Pennsylvania was only a step 
toward the career in which destiny long intended that he 
should spend many useful years, as it is an interesting 
fact that when he was a much younger man his quailifi- 
cations for the banking business were recognized by that 
keen judge of men and their business capacity, Marshall 
Field, who recommended Mr. Borner for an executive 
position in one of the most influential banks of Chicago. 

Mr. Borner has a host of friends in Chicago and 
elsewhere who are congratulating him upon his associa- 
tion with a bank which is one of the strongest in the 
country. Henceforth traffic men who are in the market 
for bonds or require any of the manifold services which 
a strong banking organization can perform will find the 
resources of one great banking institution particularly 
accessible on account of the presence of Mr. Borner. 


Again Suspend Furniture Tariffs 





By order entered in Investigation and Suspension 
Dockets Nos. 126 and 126-A, the Interstate Commerce Com- 
mission has further suspended from Oct. 29, 1912, until 
April 29, 1913, the following tariffs: 

W. H. Hosmer, agent, supplement No. 8 to I. C. C. 
No, A-244, I. C. C. No. A-304; Chicago & Northwestern 
Railway Co., supplement No. 3 to I. C. C. No. 7258. 

These tariffs were originally suspended from July 1 
until October 29. They contain advances in rates for 
the transportation of furniture from Burlington, Ia., Port 
Washington, Wis., and other points to St. Paul, Minn., 
and other points. 


MINOR GENERAL ORDERS. 
The Commission has voted: 


That postoffice inspectors returning to duty from 


pleasure trips should not be granted free transportation. 
That rules and regulations of carriers governing bills 
of lading on export traffic should be published in tariffs 
and filed with the Commission. 
That interest may and should be paid by carriers on 
all overcharge claims from the time when the amount 
of. money to be refunded has been improperly collected. 
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Digest of Petitions Lodged with Interstate Commerce Board During Past Week 


No. 5230. Mansfield (La.) Hardwood 
Lumber Co, vs. Texas & Pacific et 
al, 

Alleges rate of 24 cents on gum 
lumber from Hosston, La., to Kan- 
sas City is unjust and unreasonable 
and in violation of the fourth sec- 
tion, inasmuch as Hosston is inter- 
mediate between Shreveport and 
Kansas City, which has a rate of 
18 cents. Demands reasonable rep- 
aration. 


No. 5231. Kellogg Food Co., Battle 
Creek, Mich., vs. Grand Trunk et al. 
Alleges that Official Classification 
that makes substitutes for meat take 
third class, while Rule 26 makes 
potted meats take 20 per cent un- 
der third class, is unjust and un- 
reasonable, especially as to ship- 
ments to Boston. Demands that 
Rule 26 be made to apply to meat 
substitutes, and such other relief 
as Commission deems justifiable. 


No, 5232. Vehicle Supply Co., Cairo, 
Ill., vs. Louisiana Railway & Navi- 
gation Co. et al. 

Alleges unreasonable rates on 
hardwood lumber from Louisiana 
points to Cairo, Ill. Demands rea- 
sonable rates and reparation. 

No. 5236. The American Hay Co. of 
St. Albans, Vt., vs. Cent. Vt. et al. 


No. 5238. 


No. 5235. LHisle, 


Alleges that rules and regulations 
affecting terminal charges on hay 
and straw at New York, N. Y., are 
unreasonable and prays for more 
reasonable rules and regulations and 
asks reparation. 


No. 5237. Kansas City Brewers’ Co. 


of Kansas City, Mo., vs. C. B. & Q. 
Alleges that a rate of 13%c per 
100 Ibs. on barley from Minneapolis, 
Minn., to Kansas City, Mo., is ex- 
cessive and prays for a more rea- 
sonable rate and asks reparation. 
Sutphis, I. B., & Co., of 
Cincinnati, O., vs. Tenn. Cent. et al. 

Alleges that between the dates of 
Oct. 10, 1910, and March 8, 1911, 
it shipped 20 carloads of paper 
scraps from Nashville, Tenn., to 
Cincinnati, O., at a rate of 19 cents 
per 100 Ibs. Complainant alleges 
that a just and reasonable rate 
should not exceed 16% cents per 
100 Ibs. and prays that reparation 
in the sum of $118.97 be granted. 
Edward, Phoenix, 
Ariz., vs. Atchison, Topeka & Santa 
Fe et al. 

Alleges flour rate of $1.12 from 
Kansas milling points to Phoenix 
is unjust and unreasonable in that 
it exceeds 65 cents. Demands rea- 
sonable rate and reparation amount- 


No. 5240. 


No. 56241. 


The Minneapolis Thresh- 
ing Machine Co., Hopkins, Minn., 
vs. The Minneapolis & St. Louis 
et al. 


Alleges misapplication of tariff on 
traction engine, pump, hose and 
tank wagon, resulting in an over- 
charge of $144, for which repara- 
tion igs demanded. 


Iowa Railroad Commis- 
sioners vs. Arizona Hastern et al. 


Alleges rates from Iowa points 
to Montana, Wyoming, Idaho, Kan- 
sas, Nebraska, Arizona, Nevada, 
New Mexico, Utah, Colorado and 
all points in California, Oregon and 
Washinfton, except points taking 
Pacific coast rates, eastbound and 
westbound, are unjust, unreason- 
able and unduly discriminatory; 
that they are further and more spe- 
cifically discriminatory against Iowa 
points for the combined charge 
from points east of the Indiana- 
Illinois line, shipped to Iowa points, 
and then reshipped to points in 
the territory between the Missouri 
River and the Pacific coast, and 
also on combination from points 
immediately west of the Mississippi 
River reshipped from Iowa points. 





October 2 








ing to $9,000. 


Demand just and reasonable rates. 





Benefits Sugar Trust 


Admission was made on October 21, on the argument 
of the New York sugar lighterage cases, that if the 
order of the Commission becomes effective, the American 
Sugar Refining Co., commonly called the sugar trust, 
will be benefited, probably more than any other company 
or corporation interested in it. The admission was made 
by Ernest A. Bigelow, attorney for the Federal refinery, 
which is owned by the Spreckels, in answer to a ques- 
tion put to him by Judge Knapp of the Commerce Court, 
before which tribunal the cases are being argued. 


“While it is not in the record,” said Judge Knapp, 
“ig it not a fact that if the order of the Commission 
stands the American Sugar Refining Co. will be bene- 
fited?” 

“Yes, sir,” said Mr. Bigelow. 


“The American Sugar Refining Co. will transport its 
own sugar from its refinery to the Jersey City terminals 
of the railroads at a cost of about two and a half cents 
per hundred pounds, instead of having the Brooklyn 
Terminal eastern district carry it to the Jersey City 
terminals,” said one of the attorneys for the sugar com- 
pany, who was sitting at the table. “The terminal com- 
pany would lose one of its best customers, and that is 
why it is here asking that the order of the Commission 
be set aside.” 


' Mr. Bigelow and Assistant Attorney-Genera] Denison 
argued the case at the morning session of the court, 
taking the ground that the Commission, in coming to the 





conclusion that the payment of the accessorial allowances, 
so called, are violative of the law, had decided a ques- 
tion of fact which the court is bound to respect. He 
persisted in using Arbuckle Bros. and Jay Street Ter- 
minal as interchangeable terms, because the men who 
constitute one partnership also constitute the other, al- 
though there are two legal entities, and in the event 
of bankruptcy proceedings, in which the varying claims 
of creditors would raise such questions, they could not 
be treated as one partnership. 


Judge Mack tried to get Mr. Bigelow to differentiate 
between them in discussing the case, and he made the 


attempt, but fell into his former habit of treating them 
as the same thing. 


Judge Knapp made Mr. Bigelow admit that there 
would be no benefit for the Federal company unless the 
carriers paid them the allowances given to the Jay Street 
Terminal and the Brooklyn Hastern district, which, it is 
a matter of record, is owned largely by Havemeyer in- 
terests, but not by the sugar refining company. Judge 
Knapp, in particular, succeeded in bringing out the fact 
that, in effect, the effort of the complaining company is 
to have the lighterage limits of New York City extended 
to Yonkers and accessoria] allowances made to a shipper 
of sugar that are now made to terminal conipanies, 
owned by sugar interests, but which also perform the 
functions of terminal companies for all shippers who 
desire to bring their freight to their docks. The Jay 
Street Terminal’s business for Arbuckle amounts to 40 
per cent of its total business, , 
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INCREASING EFFICIENCY ON THE SHORT HAUL 


it is the purpose of this department of THE TRAFFIC WORLD to describe and illustrate, when the 
subject-matter is suitable for illustration, appliances for, and methods of, handling freight in the factory 
and warehouse, in the freight station and on the platform, between the factory, the station and the ware- 


house, and between the platform and the car. 


The department is established with a view to suggest to 


the traffic man, whether of an industrial concern or railway official, some of the ways in which his fellow 
official has demonstrated the value of his services and some of the means by which others, for commercial 
reasons, have sought to increase his:efficiency. THE TRAFFIC WORLD will be pleased to answer inquiries 
concerning any device or method mentioned in this department, or unless requested to the contrary, put 
the inquirer in touch with those who can furnish full information. 


When Hauls Were All Short 


At a recent celebration of an important anniversary 
of the Pennsylvania Railroad, there were shown in pro- 
cession by floats three important stages of transportation. 
First came the Conestoga wagon which, in imitation at 
least, is more or less familiar to all. Second, the canal 
packet. The first canal packet in Pennsylvania was a 
small boat built in Lancaster in 1828 and named the “Red 
Rover.” It was run on the Conestoga navigation or slack 
water canal between Lancaster and Safe Harbor until 
1833, when it was taken up the Susquehanna to Columbia, 
put in the Pennsylvania canal, and run as a passenger 
boat between Columbia and Middletown for some years. 








Three mules 
Mules were changed every 


scullion. It was drawn by three mules. 
were always in the stable. 
eight miles. 


Charles Dickens, in traveling over the Pennsylvania 
canal, had this to say, in his American Notes, on the 
packet and packet travel: 


“Nor was the sight of this canal boat in which we 
were to spend three or four days by any means a cheerful 
one, as it involved some uneasy speculations concerning 
the disposal of the passengers at night, and opened up 
a wide field of inquiry touching the other domestic ar- 
rangements of the establishment, which was sufficiently 
disconcerting. However, there it was, a barge with a 
little house on it, viewed from the outside; and a caravan 





When Hauls Were All Short—The Conestoga Wagon. 


The “Red “Rover” was the original out of which was 
evolved the packet of 1836. This latter was a boat 72 
feet long, 11 feet wide, and 8 feet high. Its interior was 
divided into four sections—a mule stable, kitchen, gentle- 
men’s cabin and ladies’ cabin. Swinging sleeping berths 
were fastened along the sides of the cabins and were 
separated from one another by curtains. Skylights, with 
20 windows on each side of the boat, protected by green 
Venetian shutters, permitted the light to enter the interior. 

The boat would accommodate about 150 passengers. 
It was painted white, with stripes of red and black above 
the waterline. The crew of the boat consisted of the 
captain, two drivers, two deck hands, one cook and one 


at a fair, viewed from within, the gentlemen being ac- 
commodated as the spectators usually are in one of those 
locomotive museums of penny wonders, and the ladies 
being partitioned off by a red curtain, after the manner 
of the dwarfs and giants in the same establishments, 
whose private lives are passed in rather close exclusive- 
ness.” 

The “Lancaster” was the third locomotive built by 
Mr. Baldwin. It was contracted for with the “Columbia” 
and “Philadelphia” under authority of April 22, 1834, 
completed, delivered and put in running on the road June 
28, 1834. It weighed eight tons, had a capacity of draw- 
ing 56 gross tons, inclusive of the weight of the cars, and 
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moved its train 77 miles in eight hours. It was used in 


hauling material for the completion of the road, and on- 


Oct. 7, 1834, drew the leading passenger train from Colum- 
bia to Philadelphia on the formal opening of the road. 
There were two trains, one drawn by the “Lancaster” and 
the other by its twin, the “Columbia,” each drawing 17 
four-wheel cars. The trains left Columbia at 8 o’clock in 
the morning and arrived at Lancaster at 9 o'clock. 


Transportation Luncheon 


A “luncheon de luxe” was given on October 24 by the 
Chicago Transportation Association at the Grand Pacific, 
at which the speaker was Harry A. Wheeler, president 
of the new Chamber of Commerce of the United States. 
The speaker entered a plea of fairness on the part of 
the public toward the larger business interests, and, with 
reference to the railroads, said that “there must exist a 
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Craffic World Changes | 


PERSONAL. 

We are going to make this a department. Tie 
Traffic World wants everyone to help show that tiie 
men interested in traffic are the kind who are alive, 
and interested in their work and in one another 
the kind of men who have good things happen 
to them and like to know what the other. fellows 
are doing. 

So you are invited to pass the word along. Send 
in the news of your friend’s latest. promotion, or 
transfer, or some good piece of work, or the big 
tonnage he is handling. Shake off your diffidence 


When Hauls Were All Short—Canal Packet, Old Pittsburgh Line. 


better understanding with the public if the service is to 


be efficient.” He believed “special privilege’ would have 
to go. 


“The time is ripe,” he said, “for the public to take a 
different attitude toward the big commercial interests of 
the country. It is time that we banded together and 
started a back fire against popular criticism that has been 
going on too long. 


“The orator who denounces big business -gets applause 
wherever he goes. Men seeking self-aggrandizement go 
about inflaming the public mind against the commercial 
intérests. Their statements find an echo in the public press 
—but if a great industry does something in the interests 
of humanity, it is overlooked. The people get tired of 
having the same things given to them all the time; they 
will swing back, if we persuade them. 


“Many faults lie at the door of the commercial in- 
terests, but if you gather together 1,000 men interested 


in commercial life, 999 of them will say: ‘Let’s blot out 
the abuses.’” 


and tell The Traffic World about yourself—let us 
print the news, so there will be something to talk 
about when “good fellows get together.” It helps 
the cause of cheerfulness, and good fellowship, an 
good business, too. 

Henceforth when you see this sign, “Personal, 
remember that it means the Open Door. And just 
to show that you’ve read this, and are a good fel 
low and willing to help start a good thing, send 
in One item of good news now. Let it be “strictl; 
personal”—about any member of the fraternity 
Get it into the first mail and we'll have it back to 
you in a week in print. 


Richard Boas has been appointed European traffic 
agent for the Texas & Pacific, International & Great 
Northern, Missouri Pacific and St. Louis, Iron Mountain 
& Southern, with headquarters at 9 Alsterdamm, Hamburse, 


Octobe! 


— —— 
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appen 
ellows 


Send 
ON, or 


dence 


American Kron Scales in New York Central Terminal, Thirty-third Street and Tenth Avenue, New York City. 


WOULD YOU CALL The bulk and tonnage 
A THREE-STORY WAREHOUSE ‘rsze"® © 0 
PRACTIC AL? The same old warehouse 


will have to take care of them without increase in size. 


Capacity of many warehouses is being strained now, and the congestion leads to de- 
lays in movement, errors, and other sources of loss and. inconvenience. 


to talk THE WEAK POINT IS THE BEAM SCALE. 


helps It is just as impractical to continue to use a beam scale as to try to reduce congestion 
ip, and by running the warehouse up in the air. The sole result is to increase handling cost. 

' The modern way is to cut out the faults of old weighing methods by replacing their 

cause with a modern machine designed to obtain maximum warehouse efficiency. 
sonal, Joseph T. Ryerson & Son, Chicago, find and state that their Kron scale, recently in- 
d just stalled, reduces errors made with the old beam scale by 25% iti number and ‘the errors in 
pounds were 60% less with the dial scale. 
Write for list of some of the principal users and printed report on 


COMPARATIVE DATA ON WEIGHING EFFICIENCY 


ernity Any make of dormant warehouse scale can be made 
ack to 9} automatic by installing a KRON dial attachment. 


SPENCER OTIS COMPANY 


Railway Exchange 
ST. LOUIS CHICAGO DETROIT 


amburg, 
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Germany. Mr. Boas has offices at the following places: 
Hamburg, 9 Alsterdam; cable address, “Richboas”; 
Bremen, 3 Bahnhofstrasse; “Boas”; Antwerp, 25 Quai 
Jordaens; “Boasmopac”; Rotterdam, 82 Boompjes; “Bomo- 
pac”; Berlin, 16 Mohrenstrasse; “Boas “Spedition”; Frank- 
furt, 4. Bluecherplatz; “Boas Bluecherpl”; London, E. C., 
43-45 Great Tower street; “Riboasco”. 

Albert E. Lingham has been appointed traffic agent 
for the Texas & Pacific, International & Great Northern, 
Missouri Pacific and St. Louis, Iron Mountain & Southern, 
with headquarters at 28 Chapel Street; Liverpool, England. 
His cable address will be “Torrling,” Liverpool. 

Claude R. Prince has been appointed commercial 
agent of the Chicago & Alton, Birmingham, Ala., with 
Office at 1127 and 28 Brown Marx Building, vice F. E. 
EKisiminger, resigned. 

BH. G. Leach has been appointed soliciting freight 
agent at Columbus, O., of the Hocking Valley, vice C. W. 
Pinney, resigned to enter service of another company. 

Charles V. Fisher has been appointed soliciting freight 
agent at New York of the Cumberland Gap Despatch, 
Norfolk & Western Despatch, Norfolk & Western Railway 
and Virginia, Tennessee & Georgia Air Line, with office 
at 290 Broadway. 

T. T. Webster has been appointed chief of tariff bureau, 
Michigan Central, vice J. L. O’Brien, resigned. 

T. Y. Horton has been appointed assistant general 
live stock agent, Atchison, Topeka & Santa Fe, with 
headquarters at Kansas City, Mo. 

C. W. Pinney is appointed general western freight 
agent, Coal & Coke Railway, with headquarters Room 
620, Columbus Savings & Trust Building, Columbus, O. 

Owing to the resignation of C. G. Amendt as indus- 
trial agent, Hocking Valley, Lancaster, O., effective Nov. 
1, 1912, the position will be abolished on that date. 


INDUSTRIAL TRAFFIC LEAGUE MEETS. 

The annual meeting of the National Industrial Traffic 
League will be held at the Hotel La Salle, Chicago, on 
November 14 at 10 a. m. President Belleville states that 
very important subjects will come before the meeting 
and a full attendance of the membership is requested. 


The formal docket will be mailed two weeks in advance 
of the meeting. 
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POSITIONS WANTED OR OPEN 


TRAFFIC LAWYER, having wide experience in ail 
branches of railroad law, desires to form a connection 
with some railroad company as general attorney or com- 
merce counsel. Best references. Address C-31, Tur 
TRAFFIC WORLD. 











TRAFFIC MAN, with one of the largest corporations, 
having ample time and complete tariff file, is desirous 
of doing special work for smaller concern; any territory. 
Claims prepared, freight bills audited or traffic systems 
installed. Moderate. Address A 560, Traffic World, Chicago. 


| eR Rt NIE ce AR ERE TE TLR. LR SE ORE CA EET SLE ORES STIRS MRR 


Position as TRAFFIC MANAGER, ASSISTANT or IN- 
DUSTRIAL REPRESENTATIVE by young man, seven 
years’ experience with one of the largest wholesale houses. 
best references. Address C-30, The Traffic World, Chicago. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
‘Solicitor of Internal Revenue 


Commerce Litigation 
a Specialty 


interstate 











607 Hartford Building 





Weigh ALL Your L. C. L. Freight 


\With No Increase in Operating Cost,“Over.the Best?Automatic Dial in‘the World 


We build the most durable and accurate Quick-Weighing Dial in existence. 
It is the most solidly and carefully constructed, has the most legible dial, and 
will maintain a high degree of accuracy longer than any other. 


This is because of the fact that it is a spring controlled attachment for a BEAM 
SCALE, the most reliable weighing device ever invented. 


ASK US FOR PARTICULARS 


Streeter-Amet. Weighing and Recording Co. 


Makers of Automatic Weighing Devices > 


Established 1886 


CHICAGO 





r com- 
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HOW MANY 


Of Your Friends Read 


The Traffic World? 


WHY NOT FIND OUT? 


If You Are Not Too Busy and Could 
Use Some Extra Money It Will Pay 
You to Investigate Our Offer 


WRITE US TODAY 


The Traffic Service Bureau 
30 S. Market Street, Chicago 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


Vol. X, No. 17 








Directory ot Transfer Agents, Freight Forwarders, 
Warehousemen. Custom House Brokers. etc. 











Huguenot Express Co. 
NEW YORK, N. Y. 
624 West Thirty-sixth St. Prone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from 


out of town a specialty; up-to-date facilities for storage 
and distribution. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 







350-356 Seneca St. “Unsurpassed facilities” for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 










Judson Freight Forwarding Co., Inc. 


CHICAGO, ILL. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 






443 Marquette Bldg. Carload distribution to all rail- 
roads at o without teams; L. C. L. shipments of 
mach forwarded at reduced rates to all principal 
western and Pacific Coast points. 





Import and export freight contractors, 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 





The Reading Truck Co. 


DETROIT, MICH. 


Ashley Warehouse Co. 


ST. LOUIS, MO. 








Sixth and Congress Sts. Authorized cartage agents 
for the Wabash and Canadian Pacific railways and for 
the Anchor Line steamers. Special attention given to 
distribution of carload freight for two or more parties. 
Merchandise delivered as ordered. 


Bonded and general storage. Drayage facilities. Cars 
promptly handled. Custom house entries attended to. 
Insurance, 18c. Track connections. 


BIND THEM UP 


& you want to keep your back issues of THE TRAFFIC WORLD, let us bind them 


fer you. 
Per Year, tariff section included, 4 volumes, $5.00 
ef a ere : omitted, 2 es 2.50 


We pay NO Transportation Charges. 


THE TRAFFIC SERVICE BUREAU 


418-430 SOUTH MARKET STREET, CHICAGO 
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Washington Brought to Your Door 


That’s what our special service means to you. 


It means that we bring the vast official data ‘on traffic 
matters to your desk. 


The files of the Interstate Commerce Commission, 
the only complete record of interstate freight rates 
in the world, are made as accessible to you as if they 
were in your own Office. 


Our trained investigators, men thoroughly schooled in rate 
questions, are at your command at any time you want prompt, 
accurate information upon traffic matters. 
Your wants are our only limitations. 

The cost of this service? Small. You pay only for the time 
actually spent by our men in your service. 


The Traffic Service Bureau 


506-510.COLORADO BLDG., WASHINGTON, D.C. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 


road commissions and transportation ~ 


companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as mem- 
bers are traffic directors, managers, 
commissioners or other officials in 
charge of traffic of industrial or com- 
mercial organizations and traffic officers 
of representative shipping concerns in 
the United States. 


Officers. 
J. M. Belleville, President, 
G. F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 

H. G. Wilson, Vice-President. 
Comm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 

W. D. Hurlbut, Secretary-Treasurer, 
T. M., Wisconsin Pulp & Paper Co., 
28 E. Jackson Blvd, Chicago, Mil. 


seasons Implement and Youee 4 “a ® 
tion. W. J. Evans Vg By 
American Trust Bi 


Sterling 
Manufacturers’ and Shippers’ 
Asscciation, 
In charge of traffic industries located 
at Sterling and Rock Falls, Ii. 
ee Ae arr rss t 
We Be Bes ¢ cc ccigecces Vice-President 
a, We. Bes sea Cees Secretary-Treasurer 
We TR, BBs oes nccetecus Traffic Manager 
MINNESOTA. 


Associa- 


Northern Pine Manufacturers’ 
tl ds, Secy.. Minneapolis. 


on. H. 8S. Chil 


MISSOURI. 
Business Men’s League. P. W. Coyle. 
Comm’r, 614 Bank of Commerce Bidg. 
St. Louis. 





TENNESSEE. 
The Memphis — Bureau. iL. . 
Donelson, Pres.; G. Thomas, Vice- 
es.; James S. Sakon, Commissioner, 
Memphis. Tenn. 


TRAFFIC IC CLUBS 

National Federation of Traffic and Trans- 

portation Clubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 

The ae ag Transportation Association. 
Frank T. Scanlan, Pres.; H. E Mac- 
Niven, Secy. 

The Traffic Club of New York. 
Warfield, Pres.:; C. pe, 
The Spetane Transportation Club. 

W. Colby, Pres. 


y, 
be Rai oy Club be 


BE. G. 
ecy. 

Chas. 
F. = Mont- 


Pres. ; Me 
The Traffic Club of Dallas, ay 8. G. 
Reed, Pres.; G. S. M l, Secy. 


axwel 


418-430 MARKET STREET, CHICAGO fL. 


The Traffic Club of Philadel 
Befford, Pres.; CG W. 


hia. FF. A. 
erfield, 


The Traffic Club of St. Louis. A. Hilton, 
Pres.; A. F. Versen, Secy.-Treas. 
The Traffic Club of Pittsburgh. J. T. 
Johnston, Pres.; D. L. Wells, Secy. 
™ Tran pregepertatios Club of gy 
ows, Pres.; L. B. Stone, Secy. 
wa om Club of New England, Boston. 
re BE. Byrnes, Pres.; Wm. C. Brown, 
ecy 


- The Transportation Club of Cincinnati. 
. Spaulding, Pres.; W. C. Hull, Secy. 


| oT a, 

The ‘iransportation Club of Louisville. 
, Irwin, Pres.; Fred H. Behring, 
ecy 

The Transportation oe ha Be G. 
Macomber, Pres.; J. , Secy. 

ba ae Club of St. rte 

A L. Bowker, Secy. 
wt Weine Club of Newark. A. Preston 
Jump, Pres.; Robert E. McHugh, Secy. 

The Traffic Club of partite. F. W. Parker, 

Pres.; F. R. Hanlon, Secy. 


7 Rae 


The Transportation Club of Detroit, Mich. 
L. M. White, Pres.; W. R. Hurley, Secy. 
Transportation Club of San Francisco. 
J. F. Burgin, Pres.; Theo. H. Jacobs, 


The Rallroad Club of Kansas City, Mo. 


Jam Marens. » Pres.; Claude Man- 

love, Secy. 
The Transportation one Traffic Club, 
Sevier, Pres.; 


Birmingham, Ala. 
O. F. Redd, Secy 

The Traffic Cae of Minneapolis. F. 68. 
Pool, Pres.; F. B. Rowley, Secy. 

Salt Lake Transportation Ciub.. D. BR. 
Gray, Pres.; J. W. Ellingson, Secy. 
Traffic Club of Milwaukee. Cc. J. Bert- 

schy, Pres.; R. M. Thayer, Secy. 
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Digest of Decisions] 


Under the interstate Commerce Act (1906 1912)~(le Press) 
full description. 













[See back cover Traffic Bulletin for June 1 gna June 8 
6,000 PRINCIPLES OF LAW, 1 PAG 
Piscsts aft decisions under the Act om Jan. 1, 1908 to July 1, 1912, contained in the last iu volumes (13-23) of the Interstate Commerce Commission's 
eports, and the United States SS Federal and state reports. 


Not a mere Index to the Reports, But a Book Containing the Law Within Its Own Covers 
Order now for first delivery. Durably bound in finest buckram. $8.00 delivered. 


‘LUST AND,MERRIAM, Authors and Publishers, 9 S. La Salle St., Chicago, Ill. 


SELLING RAPIDLY 


Leather-bound Copies All Gone! 











All of the Interstate 


Commerce acts a: 
well as the fo 


The most complete 
compilation of 


State Public Utility 


= ‘ prescribed for filing 
Laws ever put into lai : 
complaints with thé 
one Volume. Commission. 








National in Scop 
W onder ful in Completenes 


Digest of Laws an? 
Journal of Proceeding: 


There still remain less than a dozen leather bound 
copies and the cloth bound ones are going rapidly. 


PRICE Cloth . .. $7.50 DELIVERED 


THE TRAFFIC SERVICE BUREAU, 222% CHICAGO 





